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FRIDAY, JANUARY 4, 1878. 


“Fite Billerica & Bedford Two-Feet Gauge Railroad. 


“This road, which has now be n in operation for some months, 
has attracted a great deal of attention, from the fact of its 
being the first two-feet gauge railroad built in this coun- 
tay, and from #s low cost, which is expected to be only about 
$6,000 per mile when the road is completed. We therefore 
prepose to give our readers a full account of it, with a complete 
description and illustrations of, its location and construction, 
and of the rolling stock which is used on it. 

The road and its rolling stock were planned by Mr. Geo. E. 
Mansfield, whose present address is Bedford, Mass., and to him 
belongs the credit for the successful manner in which the whole 
project has been carried out. 

The road extends from Bedford, a station on the Middlesex 
Central Railroad of Massachusetts, and not far from Lexing- 
ton, the site of the first battle of the Revolotion, northward 
8.63 miles to North Billerica, a station cn the Boston, Lowell 
& Nashua Railroad. It passes through ordinary New Eng- 
land farming country, with a nomber of villages on the line. 
At South Billerica there is a manufactory of leather machinery 
and glue works, which are expected to contribute some busi- 
ness tothe road. At Silver Lake thereis a summer hotel, 
which will attract some travel to ‘it. : 

Fig. 1 is a map showing the location of the line, and fig. 2a 
profile showing its giades. The following description of the 
engineering features of its location has been kindly furnished 
us by Mr. Hiram W. Blaisdell, the Chief Engineer who located 
the line: 

“* The location of seven-eighths of the road is through a rough 
and rocky di-trict, hard pan and cemente* gravel predominat- 
ing. The remainder of the line is through a sandy plain which 
requires but little grading exclusive of ditching and ballast- 
ing. ‘Taken as a whole the line may be said to run through an 
unusually difficult section, where a standard gauge would cost 
ibe deepest rock cutis on the incline south of Billerica 
Centre, and is nine feet deep fora sho t distance. To have 
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spikes to a keg, each keg weighed 150 lbs., and it took 16 kegs 
per mile, which cost 2% cents per pound. 
The cross-ties were made of sawed lumber, and as shown in 


figs. 3 and 4, were 4 ft. 6in. long, 6 in. wide and4in. thick, 
and cost 12 cents each. 


In succeeding numbers engravings and descriptions of the 
rolling stock will be given. 


The First Locomotive in America. 


A correspondent of the New York Times, writing from Hones- 
dale, Pa., under date of Aug. 8, 1877, says : 


On Aug. 8, 1829, 48 years ago to-day, the first locomotive 
that ever turned a driving-wheel on arailroad track in America 
was run at this place on the newly-finished road that connect- 
ed the Lackawanna coal fields with tidewater on the Hudson, 
by way of the Delaware & Hudson Canal. The road in ques- 
tion was the first of any general commercial importance ever 
built in this country, and inaugurated the economical system 
of inclined planes since adopted by engineers wherever practi- 
cable. Up to the 8th of August, 1829, there were only 12 miles 
of railroad in operation in America—three miles of a five-foot 

auge road running from the Quincy granite quarries to the 
Naponsett River, in Massachusetts, an the _ novel 
“mule road,” nine miles in ength, connectin 
the Summit Hill Coal Mines, back of Mauch Chun 
with the Lehigh River. The road between Honesdale 
and Carbondale was 16 miles in length, and was the resiflt of 
the enterprise and persistency of Maurice and William Wurts, 
the pioneer coal operators of the Lackawanna Valley, who in- 
troduced the first anthracite coal into New York City. Rail- 
road building was, at the time mentioned, just beginning to 
awaken interest among capitalists. The first great enterprise 
of the kind—the Liverpool & Manchester Railway in England— 
had been in process of construction for some time, and was ap- 
proaching completion. George Stephenson, the father of 
steam locomotives, was struggling with the managers of that 
company for the introduction of steam asa motive power on 
the road. His experiments had attracted attention in ‘thie 
country. Pending the decision as to whether locomotives 
should be used on the Liverpool road, Horatio Allen, who had 
been John B. Jervis’ assistant engineer in the 
construction of the Delaware & Hudson Canal, went 
to England to examine into the merits of steam as ap- 

lied to transportation on railroads. He was satisfied that 
Btephenson’s idea would revolutionize all branches of com- 
merce, and, acting on his judgment, Mr. Jervis, by authority 
of the company, commissioned him to purchase three steam 
locomotives for use on the pioneer road of America. George 
Stephenson was at the time busy in preresne his subsequently 
famous engine, the Rocket, for trial on the Liverpool & Man- 
chester Railway. Allen contracted, therefore, with other ma- 





chiniste—Foster, Rastwick & Co., of Stourbridge—to construct 
the machines for the American company. About the middle 
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“The culverts and bridges are calcuiated to sustain a safe 
centre load of ten tons, the factor of safety used being as high 
as seven in all structures. 


“ The dimensions of timber used are as follows : 
For 6 ft. culverts two timbers § X 10 in. 

td a “ “ 10 x l “ 

“ 12 “ “ oT v7 10 x 14 oe 

id 15 i “ee “ 12 x 14 “ 


“ 25 “ spans for pile bridge two timbers 10 X 22 in. or its equiv- 
alent in two pieces firmly bolted together.” 


The track follows the surface of the ground as closely as pos- 
sible, and, therefore, the line is an almost continuous series of 
grades and curves, as shown on the map and profile. The total 
amount of grading was 43,000 cubic yards, with 542 cubic yards 
of loose rock and 640 cubic yards of solid rock. The price at 
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avoided this ledge woul 
_there is a 75 teet grade. 


“* The steepest grade ison the line between Bedford and 
Billerica Centre, andis 105.8, feet per mile. The fall from 
Billerica Centre to North Bullerica 18 129 feet, giving an aver- 
age grade of 60,4; feet per mile. 

“*'‘The entire road is to be ballasted with sand or gravel to 
the depth of twelve inches below the tops of the ties. The road- 

ed is six feet wide at grade on fills, and ten feet wide in cuts. 
Fig 3 represents a cross section of a fill and fig 4 ofa cut. 

‘The sharpest curve on the main line is 319,%, feet radius 
(the elevation of outer rail for this curve is 3% inches}; on the 
Y at Bedford, 129 feet radius. The locomotive is now running 
on a 250 feet curve with perfect ease.* The engine and train 
will be turned on a Y at the B 


ediord station. Turn-tables will 
be used at Billerica Centre and North Billerica. 

The culverts in deep fills are either open or of cement pipe, 
while those in shallow fills, when they can be easily replaced, 
are made of pine lumber. There are six open culverts of from 
8 to 15 feet span, one pile bridge 140 feet long, and ten cattle- 
ways. ‘The mason work is first-class rubble masonry. The 
right of way generally adopted is 25 feet. There will be about 
600 cubic yards of rock work and 30,000 cubic yards earth exca- 
vation, including ballast.+ 


* Since the above was written the Y at Bedford has been com- 


d have required a 120 feet grade where 











Pleted. and the engines run over it without an cult, 
t This estimate was somewhat as ictal henatter 


which’ the earth-work, including the ballast, was contracted 
for was 35cents per cubic yard, and the rock work was done at 
$1.50 per yard. . 

The rails, of which a half sized section is shown in fig. 5, are 
of iron 30 feet long and weigh 25 Ibs. per yard, and cost in Bos- 
ton $38 per ton. They are fastened together by ordinary fish- 
plates, a side view of which is shown in fig. 6. These are 15%, 
in. long, and a pair of them weigh 5\% lbs. The bolts are 4% tn. 
diameter and 2%{ in. long. One bolt and nut weighs 4% 
ounces. The fish-plates cost two cents per pound, and the 
bolts and nuts four cents. The spikes are rye in. square 
and 3% in. long underthe head. There were 600 of these 
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Pig. 5. 


, of May, 1829, one of them reached this country in the ship John 


Jay, and was 'anded at the foot of Beach street, New York. ‘Lhe 
West Point Foundry yard was then at the foot of that street. 
Mr. Allen put the machine together, and blocking its wheels 
clear of the ground, exhibited its workings by means of steam 
generated with coal that had been brought from the mines the 
engine was intended to transport cars from. For six weeks 
the wonderful machine was visited by thousands. Then it was 
sent up the North River to Rondout, and from there forwarded 
in boats up the canal to Honesdale. 

The intention of the company had been to open the road and 
canal, and celebrate the running of the locomotive on the 
Fourth of July, 1829, but the work was delayed so that it was 
not ready for use until the Ist of August. The locomotive had 
arrived on the 23d of July. When the road was in readiness 
the engine was set up on the track on the company’s coal dock, 
under direction of Mr. Allen. This primitive railroad track 
consisted of hemlock rails. cight inches by ten in thickness, 
placed four feet t ree inches apart, and spiked to hemlock 
ties, with a space of 10 ft. between them. he timber bad not 
been well seasoned, and being put down under a midsummer 
sun, was warped and twisted out of all regularity by the time 
the trial of the locomotive was to be made. The road ran for 
nearly a quarter of a mile along the coal docks, facing the vil- 
lage, which bad sprung suddenly from the wilderness at the 
beck Of the canal, and bad been named Honesdale, in honor of 
Philip Hone, formerly Mayor of New York, and a patron of the 
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great coal enterprise. After quitting the docks the track 
turned abruptly to the west by a curve of most threatening ra- 
dius, and crossed the Lackawanna River over a slender 
hemlock trestle, nearly 100 feet nigh. When the pon- 
derous locomotive was placed on the track, the i‘npression be- 
came general thatit was too heavy to be borne by the hemlock 
rails, and Mr. Allen was importuned by many prominent men 
among the vast assemblage of spectators not to attempt the 
crossing of the trestle. He saw the great danger at a glance, 
but feeling that locomotive power on railroads was destined to 
become universal in years to come, the pride of possessing the 
distinction of baying been the man to direct the energies of the 
first one on the continent, overpowered his sense of danger, 
and he declared that he would make the tr p, let the conse- 
quences be what they might. He steamed up the engine, and 
after running it slowly backward and forward on the dock in 
sight of the assembled bundreds for a few minutes he pulled 
the throttle-valve open, and shouting a loud “‘ good-bye” to the 
crowd, dashed away from the village, around the curve and over 
the shaking and swaying trestle ata rate of speed estimated 
at 15 miles an bour. He ran several miles up the track, 
and then returned to the village amid the shouts of the popu- 
lace and the booming of cannon. Although the locomotive, 
as a locomotive, was a perfect success, the railroad was not 
calculated to stand its use, and the expense of adapting it to 
the weight of the lo-omotive being too great to call for consid- 
eration at that day, the engine was “housed” in a shanty on 
the dock, where it lay for years, a prey to neglect and decay. 
Its boiler was finaily taken to Carbondale, where it is in use 
and in excellent order to-day. The pump was used by an em- 
ploye of the company for several years, and was at last washed 
away bya freshet and lost. The rest of the machinery was 
broken up ané sold for old irou. The two other locomotives 
shared the same fate. Only one or two relics of the pioneer 
locomotive of America are in existence to-day. The 
engine was called the Stourbridge Lion, from the place 
of its manufacture. The machine weighed seven tons, 
four tons being what the contract called tor. There 
were four wheels connected by side-rods. Vertical cylinders 
on each side of the rear end of the boiler communicated mo- 
tion toa huge walking beam, connected with the side rods of 
the driving-wheels be other long iron rods. The engine was 
covered with rods and joints, andits appearance was that of a 
veat grasshopper. Jobn B. Jervis, who ordered the locomo- 
five and Horatio Allen, who ran it, are still living, the one in 
Rome, N. Y., the other in New York City. Both have since 
achieved some hod the greatest engineering triumphs this 
has ever known. 
omtmere is another i teresting and important fact connected 
with the runmog of the Stourbridge Lion, The successful ap- 
lication of steam power to railroads has always been dated 
From the trial of Stepienson’s Rocket, Ericsson’s Novelty, and 
the Sans Pareil and Perseverance, in Liverpool, on the 14th of 
October, 1829. The Stourbridge Lion demonstrated two 
months before, in a remote and isolated part of America, that 
the idea was a grand success. 








The Southern Railway and Steamship Association. 


The following is the official report of the proceedings of the 
convention held at the Planters’ Hotel, Augusta, Ga., Tuesday, 


Dec. 18, 1877: ’ 
Pursuant to notice given, as per Circular Letter No. 81, the 
Southern Ra:lway and Steamship Association met in convention 


“7 ell Hon. Joseph E. Brown, President; Virgil Powers, 


General Commissioner ; Charles A. Sindall, Secretary, and the 


i »presentatives : 
follow Western & Atlantic Railroad Company—Hon. Joseph E. 
Brown, President; William McRae, General Superintendent ; 
R. A. Anderson, General Freight Avent. 

‘For Georgia Ralroad & Banking Company—Hon. John z, 
King, President; 8. K. Johuson, General Superintendent ; H. 
© Edmonston, General Freight Agent. aR 

Kor Central Railroad & Banking Vompaay and Leased Lines 

W. M. Wadley, President ; Wilham Rogers, General Superin- 
tendent; W. G. Raoul I sag or ee Southwestern Railroad. 

orton Wilmington & Weldon Rairoad Company, Wilmington, 
Columbia & Acgusta Railroad Company, and Charlotte, Colum- 
bia & Augusta Railroad Com ny—Hon. R. R. Bridgers, Presi- 
dent ‘and General laanager ; J. F. Divine, General Superintend- 

t Wilmington & Weldon Railroad and Wilmington, Columbia 
x Augusta Railroad ; T. D. Kline, General Superintendent 
Charlotte, Columbia & Augusta Railroad. " 4 

For Nashville, Vhat‘anooga & St. Louis Raiiway Company — 
E. W, Cole, President ; Geo. R. Knox, General Freight Agent. 

"Ror Louisville & Nashvil e, and South & North Alabama Ravl- 
roads—M. H. Smith, General Freight Agent; Theo. Welch, 
General.Agent. : ; ee ri 

‘or : Brunswick Railroad—George W. Adams, Gen- 
PE Roe tind H. M. Drane, General Freight Agent. 

‘or Atlantic & Guy Railroad—H. 8. Haines, eneral Super- 
intendent : J. L. Taylor, General Freight Agent ; C. D. Owens, 

41" cent, ¥ 
an ‘ aroliva Railroad - 8. 8. Solomons, General Su- 

erintendent; J. M, Selkirk, General Agent. 

. For Atianta & Charlotle ee Company—H. M. 

Jotting! joneral Freight Agent. 

Oo Savannah & Ohartesiun Radroad—C. 8. Gadsden, G- neral 
may gene & Albany Railroad Charles L. Schlatter, 
Chief Engit eer and Genera Superintendent. a. ae 

kor Western Railroad of Ala na—E. P. Alexander, Gen- 
eral Manager. . . ; es ec 

Vor P soyal Railroad—D, C. Wilson, Receiver; R. G. 
ng or Superintendent; J. 8 Davant, General 
Fre 4 pinoy Augusta Railroad—S. K. Johuson, General Su 
perintendent. Be i i 

- Kast Tenn ssee, Virginia & Georg:'a Railrood Company 

- ag ag General reight Agent; H. H. Marmaduke, 
see selma, Rome & Dalton Railroad —Ray Knight, General 
a ' ona @ West Point Railroad Company Hon. J P. 
King, President; L. P. Grant, Superintendent. 

Kor Mobile & Girard Ravroad mens 1, M. Wadley, 
President; W. L. Ciark, General Superinten ent. ; 

For Montyomery & Eufawa Radroad—B. Dunham, Superin- 
sg oe Griffin & North Alabama Reitroad Company 
_W. M, Wadley, President. y 

Yor Aurtheastern Rauroad of Georgia—J. M. Edwards, Su- 


gy oom OY Co. of Savannah—W. M. Wadley. Presi- 


me > Boston & Savannah Steamship Company —W. M. Wad- 


aah : ting to be the 
5 resident stated the obfect of the meeting to be th 
Seether it ms or a report from the General Commissioner, in 
which some suggestions would be made looking to a — € sat- 
isfactory working of the Association, particularly in 7 ‘erence 
to division of such cotton busmess as had been for last yous 
called @ cxland exempt from division. The President ca 2 
particular attention to the fact chat since the adoption 2 one 
plan of exemption, the through cotton eS - ern 
cities and New England towns had almost entirely disap- 


Tie President also stated that he had received from several 


companies communications upon this subject, and had read to 
the convention a letter, dated Novy. 30, from the Macon & 
Brunswick Railroad, stating that unless this exempted busi- 
| ness could be divided it could not remain in the Association. 
After reading the above mentioned letter, the following re- 
| Port of the Genera] Commissioner was read by the Secretary, 
, and, on motion of Mr. Wadley, was received and ordered in- 
| corporated in the proceedings of the convention. 
REPORT. 


The following statement shows the movement of cotton from 
the various competitive points from Sept.1 to Dec. 1, ot 1876 
and 1877: 


(Compare Tab'e cv., pages 550 fo 553, Circular Letter, No. 52. 
with Table exeviii., pages 1,076 to 1,079, Cu cular Letter, No. 82.) 
These tables show that very little cotton has been moved on 
through bills and rates during the fiscal year 1877. It is evi- 
dent, however, that a very large amount of the through East- 
ern cotton has been moved on combination of locals. To pre- 
vent this it became necessary, and my duty under Rules 1 and 
2, to change the rates so as to make combination of locals 
protective of the through rates, which was done, and circular 
letter Nu. 79 issued, tixing rates going into effect Nov. 20, and 
are reported for the action of the convention. This chan ;e, 
however, seems to have had no effect on a majority of the lines, 
as there has been but few through shipments reported by 
them. Those lines working fairly on through rates and re- 
rting their business are brought: heavily in debt on that 
usiness, while it is charged that other lines are carrying 
through business on combination of locals, and, not re orting 
it, are therefore getting a double portion of business. That is, 
they are doing their own share, if not more, py combination of 
locals, and getting the net proceeds of their prcportioa again 
out of the Association. 

The real intention, if I understand it, of the organization of 
the Southern Railway & Steamship Association was to form a 
combination for their protection against unnecessary and ruin- 
ous competition, and at the same time to give uniform and fair 
rates to the public; but it seems in practice that the organiza- 
tion is used by the managers of some lines entirely for their 
own interest, regardless of the interest of all others. This, I 
fear, will continue to be the case until better business morals 
are recognized and enforced by all lines at interest. 
As long as hosts of expensive agencies are kept 
up whose efficiency is measured by the amount of 
business acquired by them, and whose places depend 
upon their acquisition of business, we can hope for little im- 

rovement. ‘I'he constant tendency of these drummers for 

usiness 18 to depress rates by their lines, so as to gain popu- 
larity with the public and thereby procure business they are 
not legitimately entitled to, and which is obtained at the ex- 
pense not only of their own lines but to the loss of all concern- 
ed. Thus the tendency of rates is constantly downwards when 
there is not business enough at reasonably fair rates to pay a 
very small interest on the capital invested. Aslong as the 
owners are satisfied to allow such ruinous management to go 
on it cannot be prevented, but itis time that those roads and lines 
that are in earnest to save the property committed to their 
care should combine for their own proiection, and force the 
carrying out of agreements in better faith. 

I see no way to prevent the practice’of combining local rates 
or shipping through cottag on locals, thereby keeping nearly 
all competitive business out of the Association, but to pool all 
business, both local aud through, and, therefore, recommend 
that at least all cotton from cowpetitive points be pooled and 
divided. 

The present plan of payment for carriage of excess business 
is very intricate, difficult and uncertain. In the first place, we 
pay short lines'a half cent per ton per mile, actual distance, 
and then the steamships stipulate that they shall be paid one 
and a quarter cents per ton per mile for excess on cotton. All 
these methods of paymeat make it impossible, without heavy 
expenses, to make up printed statements that show what ail 
wish to know. I recommend, instead of these various plans 
of payment, that all Jines be allowed a certain per cent. 
of the rate or carriage, and suggest 25 per cent. as a fair pro- 
portion. This, taking the last two years’ business ona main- 
tenance of rates of Circular Letter No. 68, will give about 
three-quarters 6! a cent per ton per mile on average distances. 
From the far off-points (Selma and Montgomery), where mer- 
chandise raies are the same, and on cotton less than Atlanta, 
Macon, etc., it will give a little less, about five-eighths of a 
cent. This will be a more equitable way of paying; if it is 
worth more to carry first than s1xth-class goods, then parties 
carrying them should get more for the cost of carriage. Lines 
under the present method of paying that carry sixth-cla-s 
goods and get one-halt cent per ton put but little net revenue 
into the pool, while those carrying first-class at same rates for 
cost of transportation put nearly all net into the pool for di- 
vision. 

I submit herewith a table showing results of allowing three- 
fourths of a cent per ton per mile, and of allowing a per cent- 
age of the rate, tor excess business. 





Comparative Statement, show.ng resul s of allowing for excess at a cer- 
tain rate per ton per mile, and of allwing a certain percentage of 
rate instead : 

FROM SEPT. |, 1875, To ava. 21, 1876. 
Percentage to produce like 
| Three - quar- amounts with three quar- 

Tous carried tersofacent tercent per ton per mile. 














Point. | from East- per ton per - —_—.— 

| ern cities. | mile pro- = ; Amount 

| duces Percent. | produced. 
Augusta.. oeee 1,563 $34,330 00 25 $33,899 46 
Macun....... | 6,140 24,560 00 26 25,357 60 
Atlanta....... | 12,666 63,330 00 30 62.593 17 
Montgomery.. 2,036 } 13,254 00 25 | 13,106 94 
Selma........ 1,655 11,155 00 3U { 11,752 20 





“YEAR SEPT. 1, 1876, TO AUG. 31, 1877. 








Percentage to produce like 
Three - quar-- amounts with three-quar- 
Tons carried tersofacent ter cent. per ton per mile. 














Point. trom East-| ~~ per 
| ern cities. | mile pro- | Amount 
| duves Per cent. | produced 
a oe Se es — 
Augusta....../ 12,376 =| $40,221 00 | 25 | $40,692 99 
Macon. ......| 7,AT4 29,896 00 | 25 | 40,939 00 
Atlanta....... 14,145 | 70,725 00 | 32 70,199 36 
3,139 | 20,403 00 | 32 20,227 20 
1,756 | | 





32 





11,765 00 11,182 40 


COTTO ¥ BASED ON NEW YORK RATES, 


jab Lalice-y uar- 
| 





jters cent per 








Point. Rate averaging. |ton per mile Per cent. Produces 
produces . | 
Augusta......./$3.50 per bale. $3 25 perton. | 25 | $350 
MACON......6+ | 90c. per 100 Ibs.) 400 perton. | 25 |} 450 
Atlanta .|$1.00 per 100 Ibs.) 504 perton. | 25 | 5 00 
Montgomery. .| 850. perl09lbs| 600perton. | 35 5 95 
Selma.........| 85c. per 100 1bs.| 610 perton.| 35 | 595 








The lines, with the exception of the Charleston line, have de- 
posited the 20 per cent. of therate under the rule The Char- 





leston line deducts arbitranes before assessing the 20 per cent., 
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and in the case of the Macon business deducts the Macon & 
Augusta Railroad’s proportion before —— the 20 per 
cent., thus making no depos t for the Macon & Augusta Rail- 
road’s proportion. This makes no difference where the excess 
does not exceed the deposits, but in one or two instances this 
has been the case. Respectfully submitted, 

Virer Powers, General Commissioner. 

Moved by Gen. MacRae, and seconded by Mr. Adams, “That 
all cotton shipped from interior competitive points shall be 
pooled, no matter to what point it is destined.” Carried. 

Moved by Gen. MacRae, and seconded by Mr. Adams, ‘That 
the plan recommended by the General Commissioner for pay- 
ment of excess be adopted, substituting 20 per cent. instead of 
25 per cent. as suggested by General Commissioner.” Carried. 

Gen. MacRae moved that both of the above take effect from 
and after Jan. 1, 1878. Curried unanimously. 

Moved by Hon. R. R. Bridgers, and seconded by Gen. Mac- 
Rae, that the General Commissioner be requested to call to- 
gether (at such time and place as in his judgment is necessa- 
ry) the representatives of the different lines terminating at the 
several interior points, for the purpose of making divisions as 
called for by the action of thisConvention. Carried. 

Mr. Rogers moved to strike out the words ‘ through busi- 
ness ” and insert “all business pooled ” in reference t» 20 per 
cent. General Commissioner deposit,” as per action of the Con- 
vention held in New York, June 27 and 28,1877. Carried. 

On motion of Mr. Haines, the thanas of the Convention were 
voted the proprietors of the Planters’ Hotel for courtesies ex- 
tended, use of room, etc. Carried. 

Moved by Mr. Wadlev, and seconded by Col. Cole, that this 
Conventiou do now adjourn, subject to call of the President. 
Carried. 

Adjourned. JosePx E. Brown, Presideat. 

CuaR_es A. SINDALL, Secretary. 


. 








The Prospects of the Cincinnati Southern. 


In reply to a question as to the effect of the construction or 
new roads upon rates and cost of transportation an? the ge1e 
ral interests of the people, Mr. Albert Fink wrote for the Re- 
port on Internal Commerce (Appendix, page 7) an answer in 
which he used the Cincinnati Southern as an illustration, as 
follows: 


From these considerations and the past experience the lesson 
should be learned tha , in order to cheapen transporiation, the 
traffic should be concentrated upon the existing roads. The 
plan which is generally proposed to build additional roads in 
order to cheapen transportation must have the contrary effect 
from that intended. 

New roads should only b3 built in cases where the existing 
roads are not so located or of sufficient capacity as to accom- 
modate the wants of the people. 

This subject may be illustrated by reference to the Cincin- 
nati Southern Railroad, already referred to. This road is be- 
ing built to compete for the Southern traffic with thirty-six 
existing lines, which I have enumerated in answer to ques- 
tion 1 

Cincinnati is already connected by rail with all points in the 
South. The construction of the Southern road opeas no new 
country except that immediately upon the line of the road. 

The total western traffic iu a southerly direction, if concen- 
trated upon one road, would yield a revenue of $7,867 per mile. 
Only a portion of this can possibly be carried by one of the 
thirty-four competing lines, including in this nun.ber the Cin- 
cinnati Southern Rail oad 

The portion now carried over the Louisville & Nashville 
Railroad, both south and north, including the whole of the 
shipments made by Cincinnati, yields a revenue of $6,040. (See 
answer to question 5.) In this is included the revenue derived 
from the Nashville business proper, which city is not accessi- 
ble to the Cincinnati Southern Railroad; also Memphis, to 
which point the Cincinnati Southern Railroad cannot compete 
with a rail line 163 miles shorter and with the river. 

The ratex establ.shed by rvver bering very low, hardly in excess 
of the cost of transporiation over the shorler rail lines, would 
therefore not be sufficient to pay cost over the longer line. The 
revenue derived from Nashville and Memphis business per 
mile of road for the year 1875 was (see report of Louisville & 
Nashville Railroad for that year, pages 169 and 170) $1,330; 
this, deducted trom $6,04@, leaves $4,710, the amount per mile 
of road for which the Cincinnati Southern Railroad will com- 
pete with the existing line via Louisville. 

Cincinnati now contributes to this revenue (pages 169 and 
170 of Louisville & Nashville Railroad), $982 per mile of road, 
or 21 per cent. 

The total gross revenue of the Cincinnati Southern Railroad 
from the present Cincinnati business to all pointsin the South 
that can be reached by it : the length of the road from Cincin- 
nati to Chattanooga being 340 miles) will be 340x$982— 
$333,880. 

The question arises to what extent can the Southern business 
of Cincinnati be increased in consequence of the opening of this 
new line of communication ? 

This will depend in a great measure npon the changes which 
may be effected in Cincinnati in the rates of transportation. 

Bearing in mind that the Cincinnaii Southern Railroad can- 
not control rates beyond Chattanooya, the terminus of the road, 
that rates to points beyond are determined by mutual agree- 
ment between all the competing lines and the trunk lines to 
which they are common feeders, and that it is in the power of 
competing lines, no matter what rates may be established from 
Cincinnati, to maintain the present existing relative rates from 
competing cities (from Louisv.Jle, Chicago and St. Louis), it 
can hardiy be expected that = | additional advantages can be 
derived by Cincinnati over rival cities on accouut of the con- 
struction of this new road. 

The rates of transportation now charged are reasonable in 
themselves. 

I bave shown, in answer-to questions 4 and 5, that the av- 
erage charges on south-bound freight over the Nashville line 
was 1.87 cents per ton per mile, and on north-bound, 1.23 cents; 


on the Memphis line, south-bound, 1.5 cents, and norih-bound, 4 


1.08 cents. 

The average cost of transportation on the Louisville & Nash- 
ville Railroad for the year 1875 was 1.23 cents (exclusive of in- 
terest), showing the prolits to cover interest on investment are 
not excessive. It is reasonable to suppose that on the new rca 
rates w ll not cover more than cost of transportation, passing. 
as it does, through country affording litile local business. It 
1s also reasonable to estima’e that the local treight and the 
passenger traffic will hardly pay more than cost of operation 
through a thinly-settled country. 

If this view of the case 1s correct, and assuming that the 
road is being constructed exclusively for the purpose of com- 
peting for the Southern freight ‘busmess to points beyond Chat- 
tanooga, it follows that the cost of shipping all freight between 
Cincinnati and Chattanooga, which is now being shipped by 
Cincinnati, $333,880, will be increased by the interest on the 
cost of the road, which, at 8 per cent. on $16,000,000, is $1,280,- 
000 per annum ; in other words, the construct‘on of this addi- 
tional competing railroad line will increase the cost of trans- 
portation of the competitive business nearly five times. 

It is true that the shippers (the producers and consumers) 
who use the road do not pay this addition»! amount, but the 
c.tizens of Cincinnati or some one else wil] have to pay it. 

The service might have been pertormed by the existing lines 
of transportation with some profit, while hereafter the gross 





revenue from it may be cons umed in operating expenses upon 
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® new road and leave nothing for the payment of interest on 
the investment. 

There is not only a waste of new capital, but the capital 
already invested in the existing roads is made less remunera- 
tive. It is a subject of great national importance to prevent 
the waste of capital, no matter by whom it is wasted, or whose 
capital it is, whether home or foreign. Large investments in 
railroads have and are being made without regard to facts and 
considerations of the nature which I have here pre-ented. 

I have merely referred to this special case for the purpose of 
illustration, to show how the construction of competing lines 
may affect the cost of transportation and the interest of the 
people. Itis not maintained that the conclusions arrived at 
in this particular case are strictly correct (although I believe 
them to be nearly so). I merely intended to show the method 
which should be sweet to the consideration and investigation 
of such subjects. I have purposely stated the facts and as- 
sumptions upon which the estimates are based in order that 
their correctness may be tested. 

There are, of course, many other elements of a local nature 
that enter into the consideration, but I have merely confined 
myself to the main features. 

t cannot be definitely ascertained what may be the increase 
of business to the road or to the community 1t serves; but even 
supposing that this business could be doubled or trebled, and 
also that it would yield the usual profit beyond cost of opera- 
tion, the sums so realized would not go far toward the payment 
of the interest on the investment. 

The increase of business must, however, be limited, consider- 
ing vhat there are already 36 transportation lines contesting 
for a traffic that could be readily accommodated by any one. 
The great importance of collecting statistical information in 
regard to the extent, character and volume of commerce be- 
tween the different sections of the country, for the purpose of 
determining the necessity of further transportation facilities, 
becomes ap,arent from the considerations here submitted. 

It is, in a great measure, due to a want of such statistical in- 
formation, or to its disregard, that the large amount of capital 
has been wasted in this country, the effects of which are now 
seriously felt in the depressed condition of all the industries 
and commerce of the country. 








The Western Railroad Commissioner. 





The following resolution adopted by the managers of West- 
ern roads at their recent meeting in New York gives an acount 
of the functions of the Commissioner then provided for. Mr. 
Nathan Guilford, who occupies the position, has his office in 
Chicago: 

Resolved, That the Western Executive Committee employ a 
Commissioner who shall be considered its official representa- 
tive, and through whom it shall act, and who shall also act as 
the disinterested and impartial agent of the railroad compa- 
nies parties to the agreement under which the Western Execu- 
tive Committee and the Trunk Line Committee hold their 
authority. 

That it shall be the duty of the Commissioner to see that the 
rates and divisions established from time to time by the Exec- 
utive Committee are furnished to the proper officials of the 
trunk lines, aid to the general freight agents of all other 
roads interested in the same, and to bring any improper ad- 
justment of rates that may be brought to his notice to the at- 
tention of the committee. 

That he shall promptly investigate charges ot violation of 
rates, and, when found correct, to report the facts to the Trunk 
Line Commissioner: 

That in order to accomplish the object of the agreement un- 
der which the committee were created, to wit: ‘The actual 
maintenance of established east-bound rates,’ and to enable 
the Commissioner to successfully perform the duties assigned 
to him by the committee, that he be fully authorized and em- 
powered to examine all way-bills, books, vouchers, corre- 
spondence, etc., of the various railroad companies, and their 
fast freight lines, parties to the agreement, for the sole pur- 
pose of demonstrating that established rates have been and 
are being maintained, or of locating and proving violations of 
rates. 

That the Commissioner be the joint agent to carry out all 
measures adopted by the Executive Committee (except other- 
wise especially provided for), and that he be placed in official 
intercourse with the general freight agents of each road with 
whom all business of a current character is to be transacted. 

That all roads parties to this agreement endeavor to carry on 
their correspondence in regard to subjects in which they have 
a common interest through the office of the Commissioner, 
whose duty it shall be to bring about a proper understanding 
and agreement upon any subject of misunderstanding or dis- 
agreement. All business with roads mot parties to this agree- 
ment, in which the roads parties to this agreement have an in- 
terest, is to be transacted as far as practicable through the 
Commission, so that any agreement with outside parties may 
be carried out through him, by all the roads parties to this 
agreement. ; 

It shall be the duty of the Commissioner to keep in his office 
a record of all the proceedings of the conventions held, and 
also of all correspondence carried on through his office. 

In case any business comes to his notice which cannot be 
satisfactorily arranged by correspondence or pus inter- 
views of the Commissioner with the parties, he shall calla 
meeting of the Executive Committee at such point as may in 
his judgment be most convenient to the majority, but, as far as 
practicable, the Commissioner shall endeavor and use his per- 
sonal efforts to transact such business by correspondence or 
= communication, notifying all interested parties of the 
result. 

That the Commissioner be authorized to employ such assist- 
ants and clerks as he may deem necessary, subject to the ap- 
proval of the Executive Committee. 

That the office of the Commissioner be located in Chicago. 

That the Commissioner be authorized te assess the expenses 
of his office equitably among the several parties to this agree- 
ment, as near as may be possible, on a basis of gross earnings 
from the east-bound through ireight business, such assess- 
ments to be subject to the final approval of the committee, to 
which shall be referred any objection to such assessments, with 
the reasons therefor. 

That the Executive Committee hereby adopts the recom- 
mendation of the trunk-lines contained in their resolution of 
Dec. 19: “ That in case rates are cut by roads west of the in- 
termediate connections of the trunk lines, said connections 
and all intermediate connections between them and the roads 
in which rates have been cut shall charge arbitrary rates, and 
enforce them until full rates are maintained.” 








New York Stock Exchange Prices in 1877. 


We copy from the New York Zimes the following record of 


the highest and lowest prices of stocks sold on this Exchange 
during 1877: 





Highest. Lowest. Closing. 
We TA: GO nos oni kine vdhasesannsie 109% 854 106% 
Harlem 125 149% 
45% Bie 
14% pt 
45 61 
1 15 
- Bb 3496 
37M 62% 















Highest. Lowest. Closing 

et a. bhenieeeinos seabeeuckbenatne 105 3¢ - | pe 

ayne & Chicago........... 1014 1 t 
Milwaukee & St. Paul......... - 423 ll 35.5 
Milwaukee & St. raul preferred 72% 40% 7255 
Cleveland & Pittsburgh........ 93 723 cece 
Deiaware, Lackwanna & Western. 73% 30% 503¢ 
New Jersey Central..................000-- 87% 6 13% 
Delaware & Hudson Canal................ Tato 2546 51S 
PINE MIE ca Scccecccscccssences oss 513g 15% 
Michigan Central................ s+ 1434 3555 5734 
Dlinois Central, ...........scccsescsscsece 4035 1334 
NGS 1.4 shes cccccdecnaeeces Gane 71% 59% 65 
Chicago, Buclingtou & Quincy............ 118% 9545 102 
Chicago & Alton............... aohe 4 11% 
Chicago & Alton preferred. od 99 ese 
C., C. & Indiana Central... 1 coe 
Hannibal & St. Joseph 7 114 
Hannibal & St. Juseph prefe: -. 38% 17 2536 
Ohio & Mississippi.....................05 3% 2% 834 
DRE aha kt b4cuncees s0stnepese-cusvoeses 130 80 125 
Western Union Telegraph............... 8456 56 17 
Atlantic & Pacific Telegraph 1556 
DUPER cos 6b 2ccecceessccseseusebecs 12% 
Adams Express .............sceececeeeces 91 . 
Wells, Fargo & Co..........sseeeeees § 82 
American Express.................- wis 4346 eee 
United States Express .............esee0s 9 vo ence 











TRAFFIC AND EARNINGS. 
dailroad Earnings. 
Earnings for various periods are reported as follows : 
Year ending Sept. 30 : 





1876- 77. 1875-76. Inc. or Dec. P.c. 
Charlotte, Columbia & 
Augusta.... ....... $497,157 $524,563 Dec.. $27,406 5.2 
Expenses.......... 294,668 J Dec. . 26,567 88.3 
Net earnings....... $202,489 $203,328 Dec.. $839 0.4 
Earnings per mile. . 2, 2,690 Dec.. 1400— i552 
Per cent of expenses 59.27 61.23 Dec.. 1.96 3.2 
Bleven months ending Nov. 30: 
1877. 1876. Inc. or Dec. P.c 
Atchison, Topeka & 
oy : errs $2,432,328 $2,282,135 Inc $150,193 6.6 
Net earnings...... 1,243,820 1,199,790 Inc. 44,030 3.7 
Per cent. of exps... 48 47.43 Inc. 1.43 3.0 
Philadelphia & Erie.. $2,915,247 $3,054,686 Dec.. $139,439 4.6 
Net earnings...... 1,022, 1,016,804 Inc .. 6,066 0.6 
Per cent. of exps... 64.92 66.68 Dec.. 1% 2.6 
St. Paul & Sioux City 498,276 534,328 Dec.. 36,052 6.7 
Sioux City & St. Paul 308,895 934,820 Dec 25,926 17.7 
Ten months ending Oct. 31: 
Chicago, Rock Island 
& Pacific.......... $6,211,711 $5,874,486 Inc... $337,225 7 
Grand Rapids & In- J 
oiana. . ~ Sadesibnen’ 900,377 960,647 Dec.. 60,270 6.3 
Union Pacific........ 10,432,341 10,659,385 Dee.. 227,044 2.1 
Month of September - 
Denver & Rio Grande $78,737 — ....ccce ee cee eeeeeee eens 
Net earaings...... WO BEEA —ccccccccce cvccecccccccees 
Per cent. of exps... GRAD“ cosccecsce § cecccccescasses 
Month of October : 
Cin., Rock Island & 
Davieccesececes $815,048 $715,500 Inc.. 99,548 13.9 
«rand Rapids & In- 
ADB. .cccccccccces 107,842 108,035 Dec.. 1938 = 02 
Union Paeific........ 1,329,171 1,365,509 Dec.. 36,338 2.7 
Month of November : 
Paducah & Elizabeth- 
tOWD.......--000-- $32,903 ous) ehibe \lewe wodeuesblag PPry 
Philadelphia & Erie 353,446 $307,900 Inc.. $45,546 14.8 
Net earnings...... 177,692 133,663 Inc .. 44,029 32.9 
Per cent. ct exps... 49.73 66.59 Dec.. 686 12.1 
St. Paul & Sioux City 67,444 55,589 Ine.. 11,855 21.3 
Sioux City & st Paul 49,251 35,5938 Inc.. 13,658 38.4 
Third week in December : 
Atchison, Topeka 
Santa He ........-- $53,173 $47,842 Inc $5,331 11.2 
Denver & Rio Graude. BT,BBB  cccccccess coscccccccccses cove 
St. - ouis, Iron Mt. & 
Southern.........- 154,200 128,096 Inc. 26,104 204 
Week ending Dec, 21 : 
Great Western, of 
mada.......2+05- $83,735 $57,327 Inc $32,408 63.2 
Week ending Dec. 22 : 
Grand Trunk........ $207,601 $146,583 Inc.. $61,018 41.6 


The following statements are from reports made to the Wis- 
consin Railroad Commission for the year ending Sept. 30, 1877 : 


Earnings P. c. 
Net per of 
Chippewa Falls & 

Western........--- $28,019 $14,286 $13,733 $2,712 51.02 
Gaiena & Southern 

Wisconsin......... 18,690 12,622 6,068 628 67.50 
Green Bay & Minne- 

MORK... co cccccccees 794 297,723 33,071 1,361 89.96 
Mineral Point....... 121,538 83,902 37,636 2,883 
Pine piver Valley « 

Stevens Point .... 14,762 14,182 580 928 96.07 
Wisconsin Central... 718,743 463,913 254,830 1,598 64.55 
Wisconsin Valley.... 177,908 108,144 69,764 1,999 60.79 
Ooal Movement. 


Coal tonnages for the week ending Dec. 22 are reported 
follows : 


1877. 1876. Increase. P.c. 
Anthracite ................. 486,190 351,820 134,370 38.2 
Semi-bituminous........... 55,761 55,201 550 1.0 
Bituminous, Pennsylvania.. 46,858 42,037 4,821 11.6 


The adjourned meeting of the representatives of the anthra- 
cite coal companies was held in New York, Dec. 27. The meet- 
ing was —, but it is understood that no final action was 

en. e committee to complete the apportionment and 
the details of the proposed new agreement was continued, and 
the meeting adjourned until Jan. 2, at Philadelphia. 

It is said that the committee r the ening. - 
centages as the nearest upon which °F could agree: fils. 
del & Reading, 31; Lehigh Valley, 1844; New Jersey Cen- 
tral, 15; Delaware, Lackawanna & Western and Delaware & | 
Hudson, 123% each ; Pennsylvania Railroad,7, and Pennsyl- 
vania Coal Company, 6. is rate was objected to by some of 
the coal presidents and finally a new schedule was proposed. 
This gave the Delaware, wanna & Western and Dela- 
nee Hodson oe ies 14 Rec a ov me 6, 38 ; Le- 

i ,17; New Jersey ; - 
reed, 7, and P lvania Coal Com 5. This also was 
objected to, and no decision was . 


Grain Movement. 


For the week ending Dec. 15, receipts and shipments of 
grain of all kinds were, in bushels : ” 


1877. 1876. Inc. or Dec, P.c. 

Lake ports, receipts.... 2,808,557 an Inc.. 176,046 28 
Lake ports, shipments.. 1,172,719 1,380, +» 207,433 150 
Atlantic ports, receipts. 2,463,069 2,246,464 Inc.. 216,605 9.6 
The ehipments from the Northwest were all by rail, and were 


er than for any trevious year except 1876, when the rate 
vas but half vs re A es now. ts 
Ot the receipts at Atlantic ports, 33.6 per cent. were at New 


York, 30 at Baltimore, 20.2 at Eptetsehto, 9.5 at New Or- 
leans, 6.4 at Boston, 1.2 at Montreal, and 0.1 at Portland. 

Receipts of all grains at Chicago and of wheat at Milwaukee 
during the month of December were : 


1877. 1976. Inc.or Dec. P.c. 
Chicago, all grains...... 3,963,180 4,842,327 Dec.. 879,147 18.2 


Milwaukee, wheat...... 1,687,105 1,255,381 Inc.. 431,128 34.3 


The condition of the roads in the Northwest during the 
month was bad, almost withdut precedent, and this has greatly 
limited the marketing of grain by the farmers. 








THE SCRAP HEAP. 


Railroad Manufactures. 

The Baltimore _— Co. is emg. bay iron menporee the 
Wisconsin River at Kilbourn City, on the Chicago, Milwaukee 
& St. Paul road. It is 450 feet long, 75 above the river and has 
two decks, one for the railroad and one for highway travel. 
The same company is building an iron bridge, four spans of 104 
feet each, over Rock River at Rockton, Ill., on the-Western 
Union road. . 

It is said that the Taunton Locomotive Manufacturing Co. 
has a contract for ten locomotives for the Union Pacific road. 

The Harlan & Hollingsworth Co., of Wilmington, Del., last 
week oo an engine fora ferryboat which is to ply on the 
harbor of Rio Janeiro, Brazil. 

The Detroit Bridge & Iron Works lately completed an iron 
bridge of two spans, 106 feet each, for the Lake Shore & Mich- 
igan Southern road. 

Gilbert Bush & Co., of Troy, N. Y., have an order fer four 
new Wagner sleeping cars. 

The car works of W. C. Allison & Co., Philadelphia, are full 
of work, with large orders for new cars, besides much repair 
work. They are also shipping many wheels and axles to va- 
rious points. The tube works are also running full time. 

Out of 24 blast furnaces on the lower Susquehanna, between 
Harrisburg, Pa., and Columbia, seven are in blast, three are 
getting ready to blow in and 14 are idle, with no immediate 
prospect of resuming work. 

The Cleveland (O.) Steam Gauge Co. recently shipped a 
large number of Watson’s portable forges to California. 

Tis reported that the Pennsylvania Railroad Company has 
contracted for 40,000 tons of steel rails at $40 per ton. One- 
half the rails, it 1s said, are to be nished by the Cambria 
Iron Co., and one-half by the Pennsy!¥ania Steel Co. 

Leibrandt & McDowell have started up their Moselem Fur- 
nace, at Moselem, Pa., and will use the iron made there in 
their foundry in Philadelphia. 

The Seyfert & McManus Co., of Reading, Pa., has applied to 
the Court of Common Pleas fir the necessar suthorit to 
change the name of the corporation to the ading Iron 
Works. 

The Moxahala Furnace, at Lexington, 0., went into blast 
last week. y if 

The Cleveland (O.) Rolling Mill Co. is putting eight new 
heating furnaces and five new. puddling furnaces in its Lake 
Shore Mill. : 

The Philadelphia & Reading Railroad shops, at Reading, 
Pa., have begun work on four new six-wheeled shifting en- 


nes. 

The La France Manufacturing Co., at Elmira, N. Y., has fin- 
ished a locomotive for the Bradford & Foster Brook road, 
which is being built on Roy Stone’s single or central rail plan. 
The engine has two boilers, one on each side of the central 
wheels, and two rotary engines, 


H. R. Worthington & Co., of New York, recently delivered a 
steam pump weighing over 30 tons to the United pe Line Co., 
at Tarport, N. Y., for use on its new pipe line in the Tuna Val- 


ley oil district. 

e bridge works of Kellogg & Maurice, at Athens, Pa., are 
running extra time on contract ——? two spans of iron 
truss bridge, each 115 feet, double track, for the Lehigh Val- 
ley, and several spans of 150 feet for the North Pennsylvania. 
They have recently shipped three bridges, single spans of 140, 
185 and 120 feet respectively. The works have recently becn 
ery A the erection of two buildings, one 166 by 244 feet 

e ot 


and t er 26 by 100 feet. A second steam riveting ma- 
chine, a heavy shearing machine and two punching machines 
are being added to thé tools 1n use. 

The 


anadian Engine & Machinery Co., at Kingston, Ont., 
has about 100 men at work ov a contract for eight locomotives. 

Lauderbach & Co., of Pittsburgh, have the contract for the 
wire- sockets for the East River Bridge. About 1,300 will 
be required in all. ; 

The Danforth Locomotive Works, at Paterson, N. J., have 
four locomotives to build for the Brooklyn, Flatbush & Coney 
Island road. They are to be eight-wheeled engines with 16 by 
24 in. cylinders. 

The Deleware Bridge Co., of New York, has a contract for 
the new bridge over the Potomac, at Williamsport, Md., on the 
Cumberland Valley road. 

The Passaic Rolling Mill Co., at Paterson, N. J., has the con- 
tract for 6,000 tons of ew columns and ers for the 
superstructure of the New York Elevated Railr 

e Rome (N. Y.) Iron Works have been closed for a week 
to make some necessary repairs, but started up again Jan. 2 

The Nes Silicon Steel Works, at Rome, N. Y., are now run- 

ning and making ;late metal. 


Notes. 

A Western traveler, who has been looking at the one-rail 
raiiroad they are building out in the Bradford oil region, 
thinks the inventor must have caught the idea from seeing a 
boy slide down the banisters. 

The following return was recently made by a New York & 
Oswego Midjand station agent: “Found over in 8., B. & N. Y. 
car No. 57 at Earlville, one tramp, weight about 180 Ibs.—did 
not unload him—no time—no bill.” 


Rewarding Faithful Employes. 

Besides the instance lately noted, the Pennsylvania Railroad 
Company has been making Christmas presents to a number of 
its old employes who did not join in the strike last summer. 
Among other cases, Mr. John 1. Smith, of Nineveh, who has 
been running a freight engine on the road for several years, 
and who took the first train into Pittsburgh after the riots, re- 
ceived from the corporation a present of $200, and an auto- 
graph letter of thanks, which was signed by leading offi- 
cials of the road. Mr. Daniel Williams, of Greens’ » who 
was conductor of the same train, was also presented with $150, 
and each member of the crew aa $50. number of smaller 
presents were made on the Pittsburgh and other divisions. 


Prices. 
The Engineering and Mining Journal of December 29 
tes steel rails at $30 to $43 at the mills; iron at $33 te $37 : 
0. ltoundry pig at $18, No.2 at $17, and forge at $16. Old 
rails are quoted at $18 to $18.50; wrought scrap at $22 to $22.50. 
It is reported that recent contracts for Welsh rails (iron) 
have becn made at £4 10s, to £4 15s, per ton, or about $22 to $28. 
A year ago the prices were about $2.50 per ton higher. 


A New Oure for Boiler Incrustation. 





A corr mdent of an English paper gives the following pre- 
acription for the cure of this evil: ‘Put a decom: rabbit, 
fowl, dog, or any small animal, into the boiler. I have known 
this done often. A manager of a large steel works, and a firat- 
o engineer, assured me that it was the best he knéw 
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THE YEAR 1877. 








The year that is just ended seems likely to be memora- 
ble as the dividing period marking the extreme of depres- 
sion of a past season of business prostration and the begin- 
ning of a recovery which we may expect to lead sooner or 
later with greater or less rapidity to a seas .n of prosperity. 
There can be little doubt that in the first half of the year 
the depression, at least in transportation business, was 
greatest; and it is as little doubtful that in the last halt, 
or, speaking more precisely, in the last five months, there 
has been a decided increase of traffic in a large part of the 
country. The cause or one cause is patent —an exception- 
ally large grain crop with a good foreign demand for it at 
tair prices. That its effect will be permanent we will not 
say, but itis already evident that for many roads it will 
at least make an interruption to the long period 
of stagnation from which they and the country 
have suffered, and it is reasonable to hope that 
it will be the beginning of a period of healthful activity 
and reasonable prosperity, the more so as the business 
depression existing since 1873 has slready lasted longer 
than is usual. 

Woe have several times referred to the year ending with 
July lust as the worst in the recent history of American 
railroads—a season of light traffic and extremely low rates. 
Any statement of this kind, however, can only be true in 
a general way. This country is too large and its traffic 
too various for all the railroads to be affected in the same 
way at the same time, California railroads may be blocked 
with wheat when there is little to carry in the Northwest; 
and no single cause is likely to affect alike the cotton 
roads of the South, the coal roads of Pennsylvania, the 
lines carrying farm product, and lumber in the Northwest, 
and those in the New Engiand manufacturing districts, 
except that general business depression from which nearly 
all have largely suffered recently. . 

The misfortunes of the railroads were largely increased 
in 1877, as the year before, by their own acts, in unduly 
reducing their charges—not simply by the reductions re- 
quired by the general condition of business, for these 
could not have been avoided ; but by the uncalled-for re- 
ductions made in competition. ast year, however, was 
not a year of railroad wars; 1876 was distinguished in 





legacy of the contests begin and formally closed in 1876. 
That is, when the peace was made in December, 1876, 
some, if not all, the trunk lines had contracts for carrying 
freight at the war prices which did not expire until June 
or July ot 1877. Passenger rates, however, were re- 
stored and were maintained all the year, except 
for a few days, though there were some minor 
contests affecting a small business and a few roads. 
There was, however, one contest which belongs 
properly to 1877, beginning and ending in that 
year. This was concerning the petroleum traffic, and a 
great shipping company was cgncerned in it as well as 
the carriers. Exactly how far it affected rates we are un- 
able to say, but it seems that from the middle of May to 
the middle of October the rates on this important traffic 
were such as to leave no profit to the carrier. The quarrel, 
we believe, was not at first between the carriers, but be- 
tween one of them and the Standard Oil Company, which 
succeeded in the contest. This traffic is now divided in 
agreed proportions among the carriers, rates have been ad- 
vanced, and the business is presumed to be profitable 
again, and in a fair way to continue so. 

Not only was 1877 not a year of railroad wars, but it was 
pre-eminently a year of railroad treaties and combina- 
tions. The years of conflict, resulting frequently in carry- 
ing enormous traffic for long periods for less than cost, had 
exhausted many companies, and the continuance of that 
policy evidently could have but one end—the ruin of all the 
competitors. Thus when the contests of 1876 were ended, 
the various parties to them were unusually anxious not 
ohly to make peace, but to make it in sucha way that it 
might prove la ting. This general, almost universal de- 
sire tu avoid future contests made managers unusually 
réady to make concessions, to meet the views of others, to 
t®y experiments in the hope of success. The agreement of 
the trunk lines for the division of west-bound traffic was 
ohe of the results of this disposition; the substantial main- 
tenance of the east-bound rates another, the modification 
of the Southwestern Rate Association so as to effect a di- 
vision of traffic a third, the quick settlement of the differ- 
ences arising in connection with fast passenger trains a 
fourth, the great strengthening of the method of the 
Southern Railway and Steamship Association a fifth. The 
railroad community seems very generally to have become 
convinced of the desirability of combinations, and to be 
much more hopeful of their practicability than ever before. 
They have now taken their place in the development of 
che business of railroad transportation, with fhe 
prospect that they will cover more and more 
of the traffic for which railroads compete, with stronger 
and stronger provisions for carrying them out. They are 
as yet in their infancy, generally without legal sanction, 
and it is impossible to know how they will be developed 
in time. There is reason to believe, however, that the 
final result will be a radical modilication of the conduct of 
competitive traffic, reducing the expense and securing 
from it at all times some contribution towards the interest 
on railroad investments, the burden of which now falls too 
mnch upon the local traffic. 

Although the year was so trying to railroad companies 
there were comparatively few additions to the long list of 
railroads which aré not able to pay interest on their bonds. 
The reductions in net earnings fell chiefly upon the stock- 
holders. Already most of the w.ak companies had falfen, 
and the stronger onés have in many cases met their recent 
lossés by passing or reducing dividends. The dividend re- 
ductions have been very considerable. The anthracite 
coal roads have mostly ceased to pay at all. Many of the 
host important dividend-paying roads of New England 
have reduced their dividends; the Pennsylvania has paid 
but 3} per cent. against 8 per cent. in 1876, the Baltimore 
& Ohio has fallen from 10 to 6, the Chicago, 
Burlington & Quincy from 10 to 9, the Chicago 
& Alton from 8 to 7}. The movement of 
the great wheat crop in the Northwest has 
on the other hand, enabled the Chicago & Northwestern 
to pay 34 on its preferred stock instead of 2}. On the 
whole there must have been a considerable reduction in 
the amount of money divided among the stockholders of 
American railroads. 

The course of prices downward continued threugh at 
least half of the year, but in the latter half some import- 
ant materials which had fallen in price almost continually 
since 1873 became quite firm This is the case with rails, 
The prices quoted by the [ron Age for steel at the mills be- 
gan at $49 and fell to $49.50, remaining at the latter fig- 
ure, with large contracts, during November and Decem- 
ber. Iron rails opened at $34.50 at the mills (Eastern), fell 
to $30.50 in October, and then rose to $32 in December. 
There was an almost aniversal reduction ot wages in the 
year, amounting ustially to 10 per cent., and taking place 
in July. The cheaper prices, coupled with the despetate 
efforts of managers to make up for reduced earnings, have 
made possible a material reduction in the expenses of op- 
eration, which were never before so low. The savirg, 
however, has not been so great as in some previous years, 
and there are indications that it has about reached its 
limit, without unlooked for improvements in apparatus 


that respect, and the war rates of 1877 were mainly a (and administration. At least it does not appear likely 





that there will be farther general reductions in materials 
and wages. The economies of previous years, which were 
in many cases so great as to have a suspicious look, seem 
to have been approved by the results. Traffic on th® 
whole seems to have been conducted as safely as ever be- 
fore, and more cheaply. 

The reduction in wages, however, was the occasion of 
an outbreak which will be ever memorable in the history 
of American railroads and indeed of the country itself. It 
is not necessary to call to wind the riots, the terrible de- 
struction at Pittsburgh, the blockade of the Baltimore & 
Ohio and the Pennsylvania for a fortnight, and of the Erie 
for a week, and of many other roads for longer or shorter 
periods of time. 

These were not the first of the labor troubles, however. 
They began the previous year in strikes by the Brother- 
hood of Locomotive Engineers on the Central Railroad of 
New Jersey and the Grand Trunk. Up to 1877, however, 
the strikes of this organization had been generally suc- 
cessful. In February of that year it failed in a strike on 
the Boston & Maine, and afterwards thé Philadelphia & 


| Reading struck against the Brotherhood, ordering that 


none who continued members of it should remain in its 
service, and here again the Brotherhood was defeated. It 
then seemed to realize that the condition of affairs was 
unfavorable to the success of strikes, and we believe that 
it took no part whatever in the great strikes of July, and 
that in the instances in which the enginemen took part 
they acted contrary to the regulations of their society. 

Careful examination and comparison of railroad wages 
with other wages has shown that railroad employes have 
suffered less rather than more than men in other occupa- 
tions, the chief difference being that the railroad compa- 
nies generally were later than other employers in making 
reductions. The riots were subdued with exasperating 
slowness, but the trouble seems to have completely disap- 
peared and to have left very tew traces. A considerable 
number of active rioters have been tried and sentenced to 
imprisonment, and the general impression, left is doubtless 
that strikes of this kind, in which the strikers obstruct by 
force the conduct of their employers’ business, are some- 
what dangerous, and not likely to succeed. But there is 
also a feeling that the troubles may be repeated, and that 
it will be wise to provide a closer connection between the 
companies and their men, such as will attach the latter to 
the former, and give them assurances of a p.rmanent ca- 
reer which they will not lightly abandon. Several com- 
panies have made studies of the subject, and the Philadel- 
phia & Reading has provided some substitute for the pecu- 
niary benefits which employes get from some of their so- 
cieties, and we may expect other companies to take steps 
in the matter hereafter. 

In the field of railroad construction there has been what 
we esteem reasonable activity, the mileage of road in the 
country having been increased about 3 per cent., which is 
as much the percentage of increase in population. We 
will have some additions to make hereafter to our record 
of new construction, but as it stands to-day it chronicles 
the construction of 2,111 miles of road, or about 10 per 
cent. less than we had news of at this time last year. Most 
of the new construction has been of short roads 
of only local importance. A very large proportion 
were made light and cheap, which was altogether wise, 
and of 3 ft. gauge, which we believe to have been un- 
wise for most of them. The new railroads generally are 
making very poor returns, often but from $50 to $500 net 
per mile per year, and it is noticeable that the old com- 
panies, which are the best judges of the vaiue of new 
branches and will profit most by them, for the most part 
are not constructing any new road. There is, however, 
still room for many light railroads in the country, and 
many are sure to be built. There is danger, however, 
that some of them will be built before their time, even 
after the terrible warning of our recent experience. 

There has been considerable progress during the year on 
two improvements in water transportation which some 
expect to have a great influence on the course of traffic in 
this country. One of these is the deepening of the mouth 
of the Mississippi, which has already progressed so far 
that vessels of nearly the iargest class can reach New Or- 
leans; the other is the deepening of the Welland Canal, 
by which it is expected that large lake vessels will be en- 
abled to take their cargoes through from Chicago, Milwau- 
kee and Duluth to Montreal, We do not anticipate any 
great change in railroad traffic from either of these im- 
provements, though there may be some change in the 
course of grain to the Atlantic ports. 

One of the memorable events of the year was the de- 
cision of the United States Supreme Court in what were 
known as the “‘granger cases.” By this decision the prin- 
ciple was established that State legislatures may regulate 
and limit the rates charged by railroad companies, where 
they have not parted with that right by charters. These 
cases were deemed of great importance a few years ago, and 
they really were; but by the time the decision was ren- 
dered, and since, the subject attracted very little attention. 
The great excitement against the railroad companies seems 
to have wholly subsided, and very few reasonable men are 
left who maintain’that the minute regulation of railroad 
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rates by law is practicable, though there are a great many, 
including railroad men who believe that the community 
should have some check on charges, at least where com- 
petition is excluded by combinations or by natural causes. 

Another decision of great importance was that of the 
New York Court of Appeals, which enables the elevated 
railroad companies to proceed with the construction of 
their roads in the streets of New York, a permission which 
they are availing themselves of with great vigor. It now 
appears probable that this novel method of city travel will 
be fully available in the city of New York within a year, 
very greatly increasing the speed and comfort of city travel 
and the comfort of city life, and if as successful as the pro- 
jectors expect, elevated railroads will probably be adopted 
in other large cities, as they afford the cheapest means of 
rapid city travel. 

The year 1876 closed with the most terrible accident in 
the history of American railroads—the Ashtabula disaster. 
The last had no such unfortunate distinction. The total 
number of train accidents reported in these columns (only 
a fraction of the whole number) is likely to be the least we 
have yet reported fora year. January, however, abounded 
in accidents, it being a month of snows and drifts and 
blockades on northern roads. The number of killed and 
injured, however, will be fully up to the average, apparent- 
ly, and as our record is much more complete as to these 
than as to the number of accidents which cause no injury, 
it is safe to assume that there was no great change in the 
accidents generally. 

Death has taken some eminent names from the ranks of 
railroad men during the past year. Cornelius Vanderbilt, 
a wonderful character, who made one of the most collossal 
jortunes of the times, chiefly by railroads, died January 4. 
William B. Ogden, one of the wisest and most successful 
of railroad projectors, who will be known as one of the 
founders of Chicago and of some of the most important 
Chicago railroads, died in August. Charles Collins, Chief 
Engineer of the Lake Shore & Michigan Southern Rail- 
way, one of the most efficient of engineers of road, 
and most faithful and devotedof men, may prop- 
erly be said to have been one of the victims of the Ash- 
tabula accident, having comwitted suicide after that disas- 
ter ; Henry Tyson, long in charge of the rolling stcck of 
the Baltimore & Ohio Railroad, and recently, for a short 
time, in charge of t e same department on the Erie, passed 
away Sept. 1. As widely known as any, probably, was 
Henry Meiggs, who died about the same time in Peru, 
where he had won fame and fortune as a railroad contractor 
on a gigantic scale. 

The year closed much more cheerfully than it opened. 
As we have said, it was half good and half bad, and the last 
half was the good half. Many companies have had a sat- 
isfactory fall business, and a few have made unusually 
large profits since the harvest The prospect for the new 
year is favorable. There is a certainty of a large traffic 
in some staples, which increases the probability of a fair 
one in others, and the prospect for remunerative rates was 
never better, though this is something which may change 
with very little warning. The whole country, apparently, 
is convinced that it will have to accept low prices and 
small profits, and is satisfied to accept these conditions. 
No sudden return of great prosperity can be looked for, 
but a gradual return to better times is now held as suffi- 
cient cause for cheerfulness. 


MERCHANTS AS ENGINEERS. 


It is a curious trait of human nature, that in matters 
about which people are most ignorant they are often least 
willing to be guided by superior knowledge and wider ex- 
perience. The child will attempt to thrust its hand into 
the fire, and will yell fiercely if restrained, The youth is 
much more ready to give than to follow the advice of age, 
and the junior partner often feels that he has qualifications 
for conducting the business much superior to those ac- 
quired through long years of experience by his senior. 
The patient is prone to think he can treat his own case 
better than the doctor, and the client is apt to assume that 
his own ignorance will serve him quite as well as legal 
knowledge would. The country legislator has a contempt 
for the experienced student of legislative affairs, and the 
backwoods Congressman, full of the coneeit-of ignorance, 
regards political economy and science as the unpractical 
and visionary theories of ‘‘ dam literary fellers.”’ 

One of the penalties of success, too, especially pecuniary 
success, is that it produces a feeling of over-confidence, a 
sort of mastery over events, and the impression grows 
with such persons that, having achieved success in one 
department, similar results will follow all enterprises in 
which they may engage. ‘Ihe fact is, however, that expe- 
rience in one department of human affairs, whether it be 
business, science or art, does not necessarily qualify a 
person for another. If a man undertakes to build a steam 
engine, a knowledge of the qualities and prices of gro- 
teries or dry goeds is not of the least service, and the 
intricacies of the stock board or the fullest knowledge 
of the mysteries of ‘* puts,” ‘‘calls” and ‘ straddles” 
will not aid him in the least. In every 








busimess or occupation, those who know it thor 
oughly assume superiority over those who do not, 





and justly so. 


The title of a book, written by | engineers often escape notice, as they seldom venture to 


a broker to describe the method in which stock specula-' place either their opinions or. conclusions in writing. 


tions are managed, is ‘‘ Ye Outside Fools,” to express the | 


estimation in which he held those who, not knowing the 
‘*tricks which are vain” and that are practiced by his craft, 
would venture into speculation when the odds are so greatly 
against them. Generally an experienced merchant or 
banker would regard it as an unspeakable act of folly if a 
person ignorant of his business should risk his capital in 
it, and undertake to conduct it himself, and yet there are 
continually examples occurring of merchants, bank- 
ersand lawyers assuming to direct engineering en- 
terprises without either experience or competent advice. 

The estimation in which engineering knowledge, expe- 
rience and skill are held was illustrated quite recently in 
a letter from Albany to one of the daily papers concerning 
the contest for the position of Commissioner of Public 
Works. The writer said: ‘There seems, strange as it 
may appear, good ground to believe that (a lawyer) 
will be appointed and confirmed. The appointment will 
be bitterly opposed on the ground that there is no pro- 
priety in the transfer, knowledge of engineering and busi- 
ness being much more essential to the incumbent of such 
a position than experience at law. “__’s friends urge, 
in reply, that mere technical skill can be readily employed.” 

It is certainly very refreshing to hear the art and science 
which has done most to advance civilization spoken of as 
‘*mere technical skill,” and as athing which ‘‘can be 
readily employed,” just as a cook or carpenter could be 
hired. Now this correspondent has uncons*iously, per- 
haps, expressed the” estimation in which a great many 
railroal managers regard engineering knowledge and 
skill. Those who have been trained exclusively in the 
school of barter seem to be especially liable to this kind 
of impression. What an engineer should know and do is 
contemptuously regarded as mere technical skill. It seems 
to them such an easy matter to determine all the questions 
relating to engineering which come up. Alas! if it were 
only possible to make them see the sequel of the decisions 
which they make, and count the cost of their errors. 
The way in which such people often regard technical 
knowledge and the real function which it fulfills is aptly 
described by a lawyer as follows: ‘It is imagined that 
any clever man can get up a subject very quickly. This is 
alla delusion, and we lawyers are the people who have 
especially deluded mankind in this matter. They see us 
crammed, as -hey sappose overnight, or early in the 
morning before going into court, with the details of a sub- 
ject, and they suppose that a similar thing can be done 
in any other department of human life; but they forget 
that these details, which they see supplied to us 
at the last moment, fall into their mght places in ur 
minds - the places prepared for them by long previous study 
and experience.” Now this is just as true. of engineers as 
of lawyers, and by engineers are meant not only what are 
called civil engineers, who locate and have the care of the 
road itself, but mechanical engineers as well, or those who 
have charge of and design the machinery and rolling 
stock of railroads. The engineer, ag well as the lawyer, 
must, by previous study and experience, prepare places in 
his mind for those facts and details from which his 
opinion must be formed. A mercantile training does not 
prepare places in the mind of the merchant for the recep- 
tion of engineering facts, any more than en- 
gineering experience will make a man skillful in 
merchandise business. Amy one who has eyer stud- 
ied any art or science knows how slowly it is ac- 
quired. First one thing is learned and then mother. 
Day after day is spent at xt; and gradually 9 familiarity 
with processes of thought and the use of symbols enables 
the learner to make some practical use of what he has 
learned. Take algebra asanexample. It 1s impossible 
to convey to any one entirely ignorant of it the use which 
it serves in making calculations, and yet it is in- 
valuable in many inyestigations. In acquiring a 
knowledge of it one idea is added to another, and 
in this way the accumulation of knowledge becomes 
so great that it is utterly impossible to conyey to another a 
comprehensive notion of its uses unless-he will adopt a 
similar course of study, A profession is the combined 








result of many such studies, of years of experience, and of |! 


an immense aggregation of information which has been 
accumulated no one ever knows exactly how, the whole 
surmounted by a clear, logical mind capable of drawing 
sound deductions from facts presented. A maxim in the 
legal profession is that ‘‘he who is his own lawyer has a 
fool for a client.” The doctors might perhaps say that 
‘*he who is his own doctor will soon have a corpse for a 
patient.” It is certainly true that ‘in constructing 
and operating a railroad, if its manager trusts to luck, he 
will have the devil for an engineer.” 

It seems to be assumed by many whose education has 
been exclusively mercantile, that the knowledge and cx- 
perience of engineers is quite ussless, or, what is the same 
thing, that one without any such special information or 
training is quite as competent to manage and direct all en- 
gineering affairs as those are who have been diligent stu- 
dents and who have had long experience. Unfortunately 
the blunders of people who thus assume the duties of 





Occasionally, however, some more venturesome than 
others, under a strong conviction of their own wisdom, put 
their ideas in print. We have before us a choice specimen 
of this kind of literature in the form of a little tract on 
‘** The Railroad of the Future,” published by the New York 
Board of Trade and Transportation (formerly 
Cheap Transportation Association). The author is 
Albert G. Bagby. The names of the officers and direct- 
ors of the Association are printed on the second page. 
Among them are the names of a number of prominent 
merchants and lawyers of New York. The tract is printed 
with the sanction of the Committee on Railway Transpor- 
tation. This committee consists of Messrs. F. B. Thur- 
ber, A. B. Miller, H. Farrington, John F. Henry and J, 
Spencer Turner -all prominent men. It is said that, 
“ Th» Committee, without endorsing all the propositions 
with which the paper begins, believe that most ot them 
are possible, and that they will sooner or later prevail.” 
The “propositions with which the paper begins” refer 
chiefly to legislative aid and regulation of railroads, and 
are quite vague and impracticable. Whether the commit- 
tee endorse the subsequent propositions is not clear, but 
from the language they use, it may fairly be inferred that 
they do. One of these propositions is that, ‘‘ The cost of 
construction of any road can no doubt be reduced, as the 
bearing base is narrowed, particularly in mountainous 
districts.” With this proposition in mind, the writer 
quite naturally, and it may be said logically, argues there- 
from that ‘starting from the magnificently conceived 
7 feet gauge, we have worked down to 6 feet; to 54 feet; to 
5 feet; to 4 feet 8} inches” to3 feet and now to 2 feet 
with ever increasing economy, and therefore, ‘‘ should 


the law of proportion, which so far seems to 
have been borne out by practical workings, 
hold good, why should not still greater ad- 


vantages result from progressing even farther in the di- 
rection which has been particularly demonstrated to be 
the proper one?” He therefore proposes what he calls 
‘the centripetal railway system,” which consists ‘‘ofa 
substantial permanent way, composed of a centre or bear- 
ing rail and two outer or steadying rails, and railway cars 
and locomotives having double-flanged bearing wheels 
adapted to the centre rail, and side steadying wheels 
without flanges adapted to the outer rails, each set being 
on separate or independent axles.” The central rail is 
made four inches wide, so as to give ample bear- 


ing surface to the wheels. Now, as stated 
above, the reasoning is all entirely logical, and the 
conclusion must follow if the first proposition 


jis true. If, however, the merchants who have given at 
least a quasi endorsement of the paper had stopped to 
make some calculations, they might have been led to doubt 
ithe soundness of this first proposition. Thus, ‘‘if the 
law of proportion holds good,” then a ‘‘centri- 
petal railway” with a bearmg surface 4 inches wide’ 
would cost only one-fitteenth as much as a road of ordi- 
mary gauge whose bearing surface is say 60 inches 
wide, measuring to the outside of the rails. According to 
this “‘law of proportion,” if we want to reduce the cost of 
ithe road still further, all that we need to do is to narrow 
the bearing surface to say two inches, and the cost will 
then be one-thirtieth, or if we make it one inch it will be 
one-sixtieth of what it would be if constructed on the 
old effete 4 ft. 8} in. gauge plan. 

There are also some ‘‘ advanced” principles in engineer- 
ing stated in the pamphlet and disseminated by the Com- 
mittee on Railway Transportation. The following are 
some of them : 


“ All things considered, the principal advantages claimed 
for the narrow e are atiained by the shortening of the 
axles of both locomotives and cars, thus reducing the leverage 
from the line of the centre of gravity to the points of bearing 
of the wheels upon the rails. The narrowing of the support- 
ing base line reduces wear and tear and also permits the em- 
ployment of lighter rails; a stronger one ~~ likewise be con- 


to its capacity.” 

“A t railroad track should have a positive vibratory 
elasticity, and not, as is too often the case with the ordinary 
mode building, an actual motion to the rails.” 

“ It is evident that a moving load can be more cheaply con- 
tinued in motion, particularly on irregular lines of resistance, 
~d supporting that load upon a narrower base; a point being 
‘the mathematical quotient jor the reduction of friction.” 


Such trash as this is disseminated with the approval, as 
we have said before, of a considerable number of promi- 
nent merchants in New York. It is the language of a 
crack-brained inventor, and the theories are those of an 
engineering charlatan. The gentlemen whose names have 
been used and appear in the long list of directors may 
have the comfortable assurance that they are giving coun- 
tevance to the same kind of quackery in engineering that 
is employed to sell patent medicines. If any one were to 
tell Mr. Francis B. Thurber that by narrowing the bearing 
surface of the trucks on which his groceries are carried to 
and from his warehouse he would reduce the expense of 
cartage in proportion ‘‘as the bearing surface is nar- 
rowed,” he would have known at once that the statement 
was nonsense, but when he and his associates are 
tela that ‘by shortening the axles of cars the 
leverage from the line of the centre of gravity to the 
points of bearing of the wheels upon the rails is reduced,” 
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itsounds wise, and he apparently has not discovered that 
it was equally as nonsensical as it would be to reduce the 
cost of cartage by the experiment named. 

It is of course true that there are both civil and mechan- 
ical engineers who have comparatively little knowledge of 
their profession, and there are more who are devoid of the 
capacity for that kind of unerring summing up which will 
determine whether a given project will be profitable or not; 
but the latter the mercantile training should supply. 
What is urged here is that in matters of engineering con- 
struction the opinions of competent engineers are a much 
better guide than unaided common sense would be. 
There is no class of people who are so easily deceived 
by engineering schemers and inventors as merchants 
and brokers. Without knowing, we venture to assert that 
the majority of the stockholders in the Keeley motor be- 
long to those two occupations. ‘The reason why they are 
so easily deceived in such matters is that ‘‘ places have not 
been prepared in their minds by previous study and expe- 
rience’ to receive the facts so as to assign to them their 
true value. About two-thirds of the expenses of operating 
railroads, and probably a larger proportion of the capital, 
is expended on engineering structures and machinery. 
Blunders and mistakes in these are terribly expensive, 
and the waste which continually goes on when these 
departments are not intelligently managed is unfor- 
tunately generally incapable of being estimated, because 
the manager, if trained in the school of bavtar and sale 
alone, has not Jearned to look for ultimate causes, but 
directs his attention chiefly to buying cheap and selling 
dear, which in ordinary business is undoubtedly a 
profitable thing to do; but that principle, if regarded in 
a narrow way, is often very destructive to the succcess and 
profit of engineering projects. 


THE NEW YORK CENTRAL REPORT. 


Of all the trunk lines this is the only one which has con- 
tinued to pay as high a rate of dividend as in 1874. The 
Pennsylvania Railroad first dropped from 10 to 8, then to 
6, and then (though under exceptional circumstances 
which did not affect theother roads), it passed its divi- 
dends altogether. The Baltimore & Ohio, which has a 
very small amount of capital stock, comparatively, was 
slower to reduce its rate, but it too has been compelled to 
diminish its yearly payments to its stockholders; the Erie, 
not having been a dividend-paying road in prosperous 
times, showed the pressure of bad times by failing to 
meet the interest on most of its funded debt. Meanwhile the 
New York Central & Hudson River, which paid 8 per cent. 
at the time of the consolidation and thereafter during the 
prosperous times; has continued to pay 8 per cent. during the 
past four years of universal dullness and low prices, when 
so large a proportion of the railroad companies have failed 
to pay interest on their bonds, not to say dividends on 
their stock. 

The only reports of this company are those required by 
the laws of New York to be made yearly to the State En- 
gineer and Surveyor, ona form prescribed by act of the 
Legislature in 1850. This form does not call for a balance 
sheet or income account, and it is not possible to know 
from it the exact financial position of acompany. Ic 
does, however, call for the total earnings, working ex- 
penses, and payments for interest, dividends, rentals, etc., 
and so gives approximately the account of the income. 

If the form of the State report had covered the whole 
ground, probably there would have been less curiosity as 
to the later reports of this company; but as things went 
from bad to worse, those interested in its business, not 
feeling sure that they understood fully its situation from 
the information contained in its reports, looked with some 
anxiety for each succeeding one, . 

The report for the year ending with September, 1876, 
covered a period of extraordinarily low rates, but also of 
extraordinarily heavy traffic. It showed net earnings just 
a trifle in.excess of interest, rents and dividends. The 
following year, that for which the present report is made, 
was in many respects the worst in the recent history ot 
railroads. If it had ended with July instead of September 
it would probably have been actually the worst for most 
American railroads which did not profit greatly by the 
Centennial traffic of 1876. It is true that there were but a 








few weeks of open railroad war after September, 1876, but | 1872 


it is also true that from September to July the trank lines 
were carrying a very large share of their through freight 
traffic at the rates made during the railroad war, in 
accordance with contracts made in the early days of the 
contest. Then the traffic from December to August was 
exceptionally light, when the year before it had been 
exceptionally heavy. This was aggravated by the snow 
blockade of January, and on many roads by the great 
strike of July, though this latter probably did not much 
affect the earnings of the New York Central, which was 
open most of the time that its competitors were closed, 
and probably got some traffic from them on that account, 
The depression of business generally in the country 
probably was greatest during the first half of 1877. Local 
traffic suffered from it especially. The exceptional activity 
of passenger traffic due to the Centennial Exhibition was 
followed by a corresponding dullness. 





From this extreme of depression the great harvest of 
last summer has raised the transportation interests, at 
least temporarily. There can no longer be any doubt that 
the traffic of 1877-78 will be much better than that of 
1876-77, and the eurnings from that traffic, unless some- 
thing unexpected should occur to disturb the relations of 
the railroad companies, very much better. But the res- 
toration of harmony among the trunk lines, as we have 
said, had comparatively little effect on the earnings of the 
year covered by the last New York Central report. Only 
for three months of that year was through traffic generally 
carried at regular agreed rates, and one of those was the 
dullest of the year; and eveu in those three months, one 
of the most important branches of through traffic, petro- 
leum, was carried at exceptionally low rates. Indeed, it 
is enough to know that the average freight received was 
less last year than in 1876 (nearly 4 per cent. less) to 
prove that though 1876 was and 1877 was not a year of open 
railroad war, the war rates of the former year extended 
over the larger part of the latter year. 


The year thus having been exceptionally trying, and the 
tide having already turned, we may assume that the New 
York Central & Hudson River, so far as its ability to make 
profits is concerned, has passed its greatest trials. And 
the report shows that in this worst year the net earnings 
over fixed charges were but about $200,000 less than the 
amount of the 8 per cent. dividends paid within the year, 
this deficit being little more than a dividend of one-fifth of 
one per cent. 

Up to this last year, the freight trgffic of the New York 
Central (as of the other trunk lines except the Erie, whose 
freight traffic has been nearly stationary for some years) 
has grown without interruption, not so fast since as before 
2873, it is true, but still quite rapidly. Latterly. however, 
the growth was largely an unnatural and an unprofitable 
one, due not to any large increase in the produc- 
tion or traffic of the country, but to a di- 
version of traffic from the water routes by great 
reductions of rates. This is especially the case with the 
freight traffic of 1876, which was nearly a fifth larger than 
that of 1875, and still greater than that of 1873-74, which 
year was the most prosperous in the history of the com- 
pany. As we have said, the same low rates were inviting 
traffic for three-fourths of last year, and the reduction in 
traffic must be ascribed to the fact that during the nine 
months that these low rates prevailed there was less traffic 
to be moved, and carrying below cost even could not in- 
crease business. 

The freight traffic of 1876-77, however, was by no means 
light: it was indeed, larger than ever before except in 
1876, and at tolerable rates would have produced very 
large profits. 

The total reduction in gross earnings was 5.2 per cent., 
amounting to $1,467,500. This reduction in earnings ac- 
companied a reduction of 10.3 per cent. in 
passenger and 3.3 per cent. in freight traffic, 
equivalent, if we estimate a passenger mile 
equal to two ton miles, toa decrease of 5 per cent. in 
total traffic. The very large decrease in passenger traffic 
had comparatively little effect on passenger earnings, as it 
was accompanied by an advance in the average passenger 
rate, which was especially depressed during the Centen- 
nial year. How important this restoration of the passen- 
ger rate was may be known when we say that with the 
rates of 1876 the net earnings from passenger traffic last 
year would have been $510,000 less than they actually 
were. 

Owing to the unduly low freight rates, we do not look 
upon the freight traffic of the year as indicative of the 
future business of the road. It may well be that with 
fairly remunerative rates, such as have prevailed since 
July last, the road will carry less this year than last, 
though the effect of the higher rate will certainly be partly 
if not wholly counterbalanced by the increased production 
of some leading traffic staples. But even a considerable 
reduction in the amount of traffic is compatible with a 
large increase in profits at the current rates for freight. 
This will appear by an examination of the results of the 
freight business for a series of years. 


Yoar end- Tonnage Receipt per Freight Profits 

Sept. 30. mileage. ton mile. receipts. on freight. 
eC aa che 041,984,687 1.68 $17,553,538 $5,188,399 
STB... cccccccess 1,277,489,897 1.65 20,947,168 7,231,528 
WT. cee cccrcecee 1,391,560,707 1.46 20,348,725 6,655,848 
WBTB. .ncccccccces 1,404,008,029 1.27 17,899,701 5,260,697 
Serre 1,674,447,055 1.05 17,593,265 5,687,737 
WIT. .ccccccccces 1,619,948,685 1.01 16,424,317 5,094,767 


The profits are the difference between the freight re- 
ceipts and the part of the expenses allotted to freight 
traffic by the reports. This allotment of treight expense 
can only be approximate, but it is probably not very far 
from the truth. It thus appears that while last year the 
freight traffic was 31 per cent. greater than in 1872-73, the 
receipts from that traffic were 21} per cent. less, and 
the profits from it 28 per cent. less. This is due 
of course to the great decrease in the rates, 
part of which was natural and proper, resulting from a 
great decrease in working expenses, while a large part was 
artificial and not necessary, being the result of excessive 
competition. How greatly the profits may be improved by 
even a slight increase in the average freight rates may be 





known by the fact that the average rate of 1875 on the 
traffic of last year would have added $4,200,000 to the 
profits, and made them larger than ever before; and at 14 
cents per ton per mile, which is prubably less, rather than 
more, than the road has received since last June, the profits 
of last year would have been $1,863,000 larger. 


These fects are well worth considering, for they show 
what considerable changes in the company’s profits may 
be made by very small changes in the freight rates, owing 
to its enormous traffic. And they also indicate that no 
large increase in trunk line rates can be expected so long as 
prices of labor and material remain as they are; for this 
company does not need the additions to income which 
such rates would produce. Thé rate of 1875, as we have 
shown, would have given the company last year $4,000,000 
more than wag required to pay its 8 per cent. dividend. 
The company has no need of such anincome. Allowing 
for any possible over-economy in maintenance, etc., such 
an income would be superflous, except as an exceptional 
one, affording a surplus to meet the needs ot unfavorable 
years. Yet this rate, which was the average on all traffic, 
through and local, was equivalent only to 61 cents per 100 
Ibs. from New York to Chicago. If it were possible to se- 
cure such a rate, it would not probably be the policy of 
the New York Central to adupt it. This, however, need 
not prevent its consenting to the establishment of through 
rates which will be satisfactory to the other trunk lines 
which have not been able to maintain their dividends, for 
a reduction of local rates is more to be desired than one in 
through rates. 


It may seem strange, in these times, to speculate on the 
effect of a company’s having greater profits than its wants ; 
but if the New York Central has been able to earn 8 per 
cent. dividends in the worst of times, and intends to limit 
the rate of dividend to that amount hereafter, it is only 
reasonable to expect that it will some time hereafter earn 
a large surplus, unless it reduces its rates. Heretofore, 
through rates have fallen off themselves only too fast, but 
a stop has been put to that movement in a way that may 
prove permanent, and it is certainly of great importance 
to other lines and to the community to know where future 
reductions will be made, if profits justify them. There 
can be no doubt, we think, that heretofore on those roads 
which have earned reasonable profits the great reductions 
in through rates have been made at the expense of the 
local traffic ; and if the present efforts to get a profit from 
through traffic succeed, then the local traffic is entitled to 
some relief. On the other hand, on those rvads which 
have not kept up their dividends it may reasonably be 
claimed that the reductions in through rates have been 
made at the expense of the stockholders. 

Passenger traffic in this country changes very slowly. 
The business does not increase, and changes in rates are 
much less than in the freight traffic. The year 1876 was 
an exception. Traffic then was increased somewhat on 
many roads and very largely ona few by the Centennial 
Exhibition; but all such seasons of exceptional activity 
are likely to be followed by depression. The New York 
Central did not profit greatly by theincrease of passenger 
travel even during that year. Its passenger business was 
larger in 1873 and very nearly as large in 1874. Its passen- 
ger earnings, however, were very largely affected by the 
low Centennial rates, and the other and greater reductions 
in through fares which prevailed nearly half of the year. 
For nine years previous to 1876 its average passenger rate 
had varied only from 2.04 to 2.15 cents per mile, the high- 
est being in 1875; but in 1875-76 is sunk to 1.91. In 1877 
we see it recover to 2.07 cents, whieh approaches 
the average of the years before the Centen- 
nial. But the amount of the traffic this last 
year is not only smaller (10.3 per cent. less) than for the 
Centennial year, but smaller than in any other year since 
the consolidation. It corresponds very well with the gen- 
eral depression of business, which is not the case with the 
freight traffic, for reasons which we have already set forth. 
And it will doubtless depend chiefly on the prosperity of 
the community generally whether and how far this traffic 
recovers. 

With $1,467,500 loss in receipts the company suffered a 
loss of but $289,500 in net earnings. There was thus a 
material decrease in working expenses. Some such de- 
crease was to be expected with the smaller traffic, aside 
from reduced prices, etc.; but this had not its full effect, 
for there was no corresponding decrease of train mileage— 
indeed there was some increase in the latter. More 
than half the saving was in the transportation depart- 
ment, and nearly one-third of it was in the reduced 
cost of the fuel. In maintenance the saving was $555,000, 
but there was no decrease in the expenditures for main- 
tenance of road proper, the amount so charged being sim- 
ply a reduction of taxes. This is the department in which 
“starving” is most frequently practiced, but it is the one, 
too, in which depreciation is most readily detected by the 
public using the road; and though those who are anxious 
to bear the stocks have made many charges and insinua- 
tions against the company, we believe no one has inti- 
mated that the road has not been fully maintained. Near- 
ly $400,000 is reported saved in the machinery depart- 
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ment. The greatest saving in this department is in re- 
pairs of passenger equipment, which, as we have seen, was 
much less used than in 1876. 

The cost of freight transportation on this road for the 
last year is nearly the same as in 1876. (It has been erro- 
neously published at 0.69 cent per ton per mile, when it 
thould have been 0.70, against 0.71 cent in 1876). The 
arrest in the downward progress in cost is in spite of the 
large savings in many items of expenditure, and is due 
partly to a decrease in the traffic, but chiefly, doubtless, 
to the considerable decrease in the average train-load. 
There was an uninterrupted increase in these average freight 
loads up to 1876, rising from 103 tons in 1872 to 180} in 
18.6. The average for 1877 is 1653, about the same as in 
1075, and 8 per cent. less than in 18.6. 

This company has this advantage over its two chief 
rivals, that it can obtain somewhat higher average freight 
rates, owing, probably, chiefly to the nature and amount of 
its local traffic and its large traffic in high-class freights 
out of New England. Thus while the Pennsylvania Rail- 
road carried a ton a mile in 1876 forless than the cost on 
the New York Central in 1877, the latter’s profit was just 
as great. The difference compared with the Erie is 
greater, for though the latter gets ahigher rate than the 
Pennsylvania and nearly as much as the New York'Central, 
its imperfect condition causes higher expenses, and its 
profit per ton per mile is a third less than the Pennsylva- 
nia’s and the New York Central’s. This is fully shown 
by the following statement of the receipt, expense and 
profit per ton per mile on the three roads, for the last 
year’s reported, the Pennsylvania’s being the calendar year 
1876, and the other two roads’ the year ending with Sep- 
tember last: 


Receipt. Expense. Profit. 
New York Central............. 1.010 cts. 0.700 ct: 0.310 ct. 
Miicdbsvckchunsassceceneciace 0.955 * 0.752 “ 0.203 ** 
Pennsylvania. .............++ 0..892 “ 0.582 ** 0.310 “ 


This is a leading cause of the strength of the New York 
Central Company. Its profit last year was $1,600,000 
greater than the Erie’s would have been on the same 
amount, andits gross receipts $1,900,000 more than the 
Pennsylvania’s from the same bulk-of traffic. 

The results shown in the report must be looked upon as 
very strong testimony to the soundness of this great prop- 
erty. There has been no such trying year for carriers be- 
fore since the consolidation, and the great improvement in 
traffic since last summer gives assurance that there will not 
soon be another. Of course no one can tell 
what the future may bring forth, but certainly 
the present prospect is that rates will be 
maintained above the average of the past two years, 
as they are now, and certainly there is a larger traffic to 
be carried by somebody. Already there have been five 
months of heavy and profitable traffie for all the trunk 
lines. Certainly the past four years have given this com- 
pany a most severetrial. That it should continue to pay 
8 per cent. dividends throughout this period is very sig- 
nificant evidence of its strength. 

This company, with its thousand miles of road, paid 10} 
per cent. of the aggregate dividends of the 73,500 miles of 
railroad whose operations for 1876 are reported in Poor’s 
Manual. It is therefore naturally looked upon with great 
interest by investors and others. ll the other roads in 
New York and New England put together pay little more 
in dividends than this great tho: oughfare. 








Record of New Railroad Construction. 

This number of the Railroad Gazette contains information of 
the laying of track on new railroads as follows : 

Manchester & Keene.—The first track is laid from Green- 
field, N. H., west to Hancock, 6 miles. 

Utica, Ithaca & E mira.—Extended from De Buyter, N. Y., 
northward to Shedd’s Corners, 5 miles. 

Milton & Sutherlin.—The first track is laid from Sutherlin, 
Va., southwest 5 miles. It is of 3 ft. gauge. 

Ashley River.—Completed from a junction with the North- 
eastern road, seven miles from Charleston, south by west to 
Bee’s Ferry, 8. C., 3% miles. It is of 5 ft. gauge. 

Savannah & Charleston.—The AshleyRiver Branch is com- 
pleted from John’s Island Ferry, 8. C., north by east to Bee’s 
Ferry, 5 miles. It is of 5 feet gauge. 

Dalias & Wichita.—The track is laid to a point 17 miles 
northwest from Dallas, Texas, which is five miles beyond the 
point last noted. ° 


Denison & Southeastern.—The first track is laid from Deni- 
son, Tex., southeast to the Choctaw River, 8 miles. 

Painesville, Canton & Bridgeport.—Completed from Chagrin 
Falls, O., to Solon, 5 miles. It is of 3 ft. gauge. 

Chicago, Dubuque & Mi ta.—The Turkey River Braneh 
is extended from Elkport, Ia., west by north to Wadena, 25 
miles. 

Minnesota Midiand.—Extended westward 19 miles to Mill- 
ville, Minn. . 

Kansas Oity, Burlington & Sana Fe.—On the extension of 
this road track is laid from Williamsburg, Kan., westward 5 
miles. 

This is a total of 91% miles of new railroad, making 2,111 
miles completed in the United States in 1877, against 2,330 
miles reported at this time for 1876, 1,496in 1875, 1,028 in 
1874, 3,883 in 1878, and 7,340 in 1872. : 











Broap-TREAD Cak WHEELS seem likely to pass out of use. 
They were made necessary by the introduction, many years 
ago, of the 4 ft. 10 in. gauge in our system of 4 ft. 8% in, roads. 
This difference of gauge seems in some cases to have been ex- 
pressly designed to prevent the passage of cars from one road to 
another and occasion transfers. It was found, however, that 
by using a whéel with a broad tread the cars might safely run 
over both gauges, and as the 4 ft. 10 in. roads were chiefly in 
Ohio, through which most of the immense traffic between the 
East and the West must pass, a very large proportion of the 
cars intended for through traffic were provided with such 
wheels. Of late years nearly all these wider roads have had 
their gauge reduced, some to the standard, some to 4 ft. 9 in. 
and some to 4 ft. 94 in., including the Lake Shore & Michigan | 
Southern, the Pittsburgh, Fort Wayne & Chicago and the 
Cleveland, Columbus, Cincinnati & Indianapolis. There is now 
only a small mileage and that in short and comparatively un- 
important roads. The New York Central & Hudson River 
Company has already given orders to have all renewals on its 
cars, whether at home or abroad, made with narrow-tread 
wheels. The wheels are lighter and cheaper than broad-tread 
wheels, and the possibility of their general use will permit a 
uniformity hitherto impracticable. 








Tue WESTINGHOUSE BRAKE has been adopted bythe Western 
Railroad Company of France which has recently contracted for 
apparatus for 100 locomotives and 1,000 cars. Half of the en- 
gines and two-fifthsof the cars are to be ready before the 
opening of the Paris Exposition next spring. This is, we be- 
lieve, the first introduction uf this brake into France. The 
Smith vacuum brake was adopted a few month ago by the 
Northera Company of France, whose system lies between the 
Western and the Belgian roads, which latter have adopted the 
Westinghouse. 


Qeneral QMailroad Wlews. 














ELECTIONS AND APPOINTMENTS. 





Alabama Great Southern.—The purchasers of the Alabama 
& Chattanooga road have organized this company, of which A. 
B. Abrahams is Presicent and R. V. Tomlinson, Secretary. The 
principal office isin London, England. 

Anderson, Lebanon & St. Louis.—The United States Circuit 
Court has appointed Mr. L. A. Millbank Receiver. He was 
chosen President of the company some months ago. 

Baltimore & Ohio.-Mr. Anthony Salmon, Jr., is ap- 
pointed General Baggage Agent, in place of Thomas Meehan, 
resign 

Central Pacific.—Mr. R.A Donaldson has been appointed 
Assistant General Passenger and Ticket Agent, with office in 
San Francisco. 


Chicago. Burlington & Quincy.—Vice-President C. E. Perkins 
assumes the title of General Manager also, and will have di- 
rect charge of the road, in place of Mr. w. B. Strong, late 
General Superintendent. 

Chicago, Rock Island & Pacific.—It is announced that Mr. 
Wm. M. Sage, Assistant General Freight Agent, will, until 
further notice, act as General Freight Agent, in place of Mr. 
Lewis Viele, resigned. 

Cleveland, Tuscarawas Valley & Wheeling.—Mr. V. H. Bell 
has been appointed Superintendent of Telegraph, with office 
in Cleveland, O. 

Ovlorado Central.—At the annual meeting in Golden, Col., 
Dec, 21, the following directors were chosen: E. L. Berthoud, 
0. A. Henry, J. C. Hummell, W. A. H. Loveland, J. C. Rich- 
mond, H. M. Teller, John Turck, 0. C. Welch, of Colorado; F. 
L. Ames, Easton, Mass.; Sidney Dillon, Jay Gould, New York. 
The board re-elected W. A. H. Loveland, President; E. L. Ber- 
thoud, Secretary; J. C. Hummell, Treasurer. 

Delaware Shore.—The Chancellor of New Jersey has a 
poate Thomas L. Ogden Receiver, on petition of the stock- 

olders. 


oe, Cascade & Western.—The first board of directors 
is as follows: G. Becker, C. H. Booth, Maurice Brown, G. B. 
Burch, Wm. Coates, A. A. Cooper, E. Langworthy, B. E. Live- 
han, W. H. Pea body, W. G. Stewart, H. L. Stout, John Waller, 
- ame Ia.; G. G. Banghart, M. Fay, J. B. Murphy, Cascade, 


Fozxburg, St. s’etersburg & Ola: ion. —The officers are: Presi- 
dent, Wm. L. Fox; Auditor, A. J. Armstrong; Superintendent, 
John Graham. . 

Gulf, Oolorado & Santa Fe.—The troubles of this company 
having been settled by the retirement of both the contesting 
boards, a new election was held in Galveston, Tex., Dec. 15, 
when the following directors were chosen: J. M. Brown, C. W. 
Hurley, H. Kempner, M. Kopperl, W. Gresham, C. B. Lee, H. 
Marwitz, W. L. aoe. Julius Senge H. Rosenberg, James 
— J. E. Wallis, R. 8. Willis. . Brown afterwards de- 
clined to serve, leaving anne The elec 
Kopperl President; James Sorley, Vice-President; C. C. Allen, 
Secretary; e Sealy, Treasurer. Mr. Sealy declined to 
serve and R. J. John was then chosen Treasurer. 

Island Oreek & Richmond.—The officers of this new com 

y are: Rev. 8. W. Clark, President; L. Fryer, Secretary; 
on A. De Huff, Treasurer. Office at Richmond, Jefferson 
County, Ohio. 


, Orawfordsville & Southwestern.—Mr. T. H. Ma- 


lone bas a ited General Freight and Ticket Agent, in 
lace of J. E. is, ri . Malone was recently on 
e Sheboygan & Fond du Lac. 


Louisville, New Albany & St. Louis.—Mr. E. Newland has 
been chosen President and St. John Boyle Vice-President, 
succeeding Messrs. Horace Scott and Augustus Bradley, re- 


signed. 
Island.—Mr. Samuel Spencer is sapeiaied General 
tendent by Receiver Sharpe Mr. pee was for- 
merly on the Baltimore & Ohio, and more lately Superinten- 
dent ot Transportation of the Virginia Midland. 
Michigan Cen‘ral.—_Mr. Wm. E. Hiley has been emia 
Eastern Traveling Agent, with headquarters at Toronto. 


Minnesota Midland.—The officers of this new road are: Presi- 


dent, Samuel P. Snider; Chief Engineer, John E. Blunt; Super- 
Ne H. Lakey; Traffic er, George F. Bidwell. 
Offices at Wabash, Minn. 


Monadnock.—Mr. H.R. French, of Peterboro, N. H., has 
been chosen President, in placé of Jonas Livingston deceased. 
Panesville, Canton & Brisgeport.—The Contractors’ Associa- 
tion, which has just put a section of eto hy gy om: at 
a recent meeting elected W. T. Jordan, President; Wm. Hutch- 
Superintendent; A. C. Williams, Secretary; E. B. Pratt, 


ted M. of $109, 


Philadelphia & Atlantic City.—Mr. Charles R. Colwell has 
been chosen Treasurer, in place of A. B. Linderman, resigned. 
Mr. C. H. Brown is appointed General Superintendent, in place 
of J. Naramore, resigned. 

Richmona & Petersburg.—At the annual mee recent! 
Maj. Frederick R. Scott was re-elected President, with the fol- 
lowing directors: R. R. Bridgeis, Henry K. Filyson, B. W. 
Haxall, Dr. D. W. Lassiter, W. T? Walters. Stockholders’ Com- 
mittee of examination: ‘ harles Ellis, J. P. Branch, W. H. 
Haxall, H. E. C. Baskervill, John McGill. 


Scioto Val'ey.—Mr. C. A. Chipley has been appointed Genera | 
Freight Agent, from Jan.1. He has been for some time Di- 
vision Freight Agent of the Central Ohio Division, Baltimore 
& Ohio Raiiro a. 

St. Louis & San Francisco. Mr. James Baker has been 
chosen President. He has been for some time Vice-President, 
and has been Acting President since the resignation of Mr. 
Andrew Peirce several months ago. 


Wyandotte Roose Om & North vestern.—Mr. B. F. Roberts 
has been appointed Treasurer, and is also Acting Gene- 
ral Freigh; Agent. Office at Independence, Mo. 








PERSONAL. 


—Mr. George Earl, for a long time General Eastern Passen- 
ger Agent of the mn Rock Island & Pavific Rail:oad, died 
recently and was buri ec. 26, from his late residence in 
Cohoes, N. Y¥ 

—Mr. J. Naramore has resigned his position as General Su- 

intendent of tne Philadelphia & Atlantic City Railroad, after 
folding it only a few months. 

—Mr. J. E. Harris has resigned his position as General 
Freight and Ticket Age..t of the Logansport, Crawfordsville & 
South western road. 

—Mr. Thomas Meehan, General Baggage Agent of the 
Baltimore & Ohio, has resigned to accept a posxitioa on the 
Long Island road. 


—Hon. R. M. Bishop, Governor-elect of Obio, ‘s also a trus- 


tee of the Cincinnati Southern road, and it is understood that 
he intends to retain that position. His actionin the matter 
has caused a good deal of criticism. 


—Gen. J. W. Bishop, General Manager of the St. Paul & 
Sioux City and the Sioux City & St. Paul roads, was presented 
with a valuable gold watch on Christmas Day by the officers 
and employes of the roads. 


—Mr. F.C. Ford, of Winona, Minn., has resigned his posi- 
tion as Master Mechanic of the Winona & St. Peter road, and 
will engage in other business. 








OLD AND NEW ROADS. 


Alabama & Chattanooga. 


The bondholders who joined in the last or Erlanger purchase 
of this road have organized a new corporation known as the 
Alabama Great Southern Railroad Company. As provided in 
the reorganization, the company has executed a new mortgage 
to secure bonds to the amount of $1,750,000. It is made to the 
Farmers’ Loan & Trust Company, of New York, as trustee, and 
has lately been recorded in Alabama. 


Anderson, Lebanon & St. Louis. 

In_ the United States Circuit Court at Indianapolis, Dec. 28, 
Mr. L. A. Millbank was appointed Receiver of this road, on 
application of the creditors. A receiver was appointed a shert 

me ago by the Indiana Circuit Court on application of a sin- 
gle creditor, but he now retires to make room for the new p o- 
ceedings. Mr. Millbank, who is President of the company, bas 
taken possession of the road. The road is in operation from 
Anderson, Ind., to Noblesville, 20 miles. 


Ashley Biver. 

This road is now completed and was formally opened for 
business Dec. 28. It extends from a junction with the North- 
eastern Railroad seven miles from the depot in Charleston, 8. C., 
south by west to the east bank of the Ashley River at Bee’s 
Ferry, and is 3% miles long. With «branch of the Savannah 
& Charleston road, described elsewhere, it completes a connec- 
tion between that 10ad and the Northeastern outside of Char- 
leston. It is in effect a branch of the Northeastern Rar: ad, 
which owns $5,000 stock iv the company and has endorsed 
$40,000 of ite bonds. The road was to have been finished about 
a month ago, but some delay was caused by the 7 of the 
—_—- Carolina Railroad to prevent a crossing of its track at 


grade. 
Atchison, Topeka & Santa Fe. 


The Treasurer’s report for November and the eleven months 
ending Nov. 30 is as follows : 





November, Eleven months, 

786 miles 734 miles. 
Freight earnings................+++ $258,719 34 $1,675,236 34 
PABSONGET. ... 2.6.0. cece ee cee eeeees 69,212 1 678,585 19 
p MNRTE, CEB oo. ce cccdes oscce 7,146 64 78,507 25 
OUND 6 ois sina es cad ddiends $335,078 14 $2,432,827 78 
Expenses... 139, 1,188,507 38 
Net earnings........... ....6. $195,180 20 $1,243,820 40 
Per cent. of expenses,.......-.++++- 41.75 48.86 


As omenee with 1876, there was for November an increase 

.48, or 48.8 per cent., in gross, and of $69,916.10 or 
55.7 per cent., in net earnings. For the eleven months there 
was an increase of $150,192.32, or 6.6 per cent. in gross, and of 
$44,029.68, or 3.7 per cent., in net earnings. The mileage in 
a 711 miles for November and 696 miles tor the eleven 
months. , 


Baltimore & Hanover. 

Contracts have been let for six miles of grading, from the 
connection with the Bachman Valley road to Maple Swamp, 
Md. About 14 miles more of grading will be let as soon as the 
location 1s finally decided. 

Baltimore & Ohio. 

An order has been issued directing that no boys under 18 
years be retained in the company’s service, except in the case 
of apprentices in the —. A number of boys have already 
been discharged in Baltimore and vicinity. e reason for 
this order is said to be that a boy in the company’s service was 
injured at Locust Point some time ago, and has recently ob- 

ed a heavy verdict against the company. It has therefore 
been decided to employ only those who are presumably old 
enough to take care of themselves. 


Boston, Hoosac Tunnel & Western. 

The New York Supreme Court has granted a preliminary in- 
junction restraining this peat wey from using or in any man- 
ner interfering with the :oad-bed of the old Albany & Northern 
road between Waterford Junction, N. Y., and le Bridge. 
The injunction is oa on application of the Troy & Boston 
Company, which claims an interest in the Albany & Northern 
property under an old lcas-. 


Brunswick & Albany. 
The negotiations for the sale of this road have been delayed by 





the refusal of some of the bondholders to join, but we are now 
informed that they have all consented to the sale and the 
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eement has been closed. The property is bought by H. G. 

eeler; of London, and ssgociates, who agree to extend the 
line as soon ag possible from Albany, Ga., to Eufaula, Ala., ac- 
cording to the original plan. ey are to pay for the line as it 
stands $200,000 in cash and $800,000 in 7 per cent. bonds, which 
are to be a first lien on the entire line from Brunswick to 
Eufaula. The road, Which has been held by the bondholders 
for several years, is completed from Brunswick, Ga., to Albany, 
181 miles, and has always been a very poor property. 


Bradford & Foster Brook. 

Work is in progress on a section of five miles of this road, 
extending from Bradford, Pa., up Foster Brook to Gillmor 
City, in the new Bradford oil region. The road is being built 
on the one-rail elevated system of Roy Stone, a specimen of 
which was in operation on the Centennial grounds. 


Buffalo & Jamestown. 

This road was formally transferred by the Receiver to the 
new Buffalo and Southwestern Company on January 1, and 
will be operated from that date by the new com “nt, 

The Receiver gives notice that all claims against him spowd 
be presented at his office, No. 195 Main street, Buffalo, N. Y,, 
by January 10. 


Oanada Central. 


Asa result of the transfer of the completed section of this 
road to the Brockville & Ottawa Company, a new company has 
been organized to build the extension of the r to e 
Nipissing, and eventually to the connection with the Canadian 

‘acific. 


Oentral Vermont. . 
Counsel for the Vermont & Canada Company have filed a 
bill in the Vermont Chancery Court asking for the appointment 
of a new receiver, e bill, which igs very long, recites the 
facts in the case in detail, and prays that the amount of 
the rent and _ incidental expenses of the Vermont & 
Canada in arrears be ascertained and paid, or that the Central 
be foreclosed of their equity of redemption in the premises; 
or else that the Vermont & Canada Company shall take pos- 
session of the Vermont & Canada and Vermont Central roads 
and run them, applying the profits to the rent im arrears; or else 
that a receivership of these roads be appointed similar to that 
of the decree of July 13, 1861; or else that the roads be vested 
in the Vermont & Canada by the enforcement of its lien upon 
the whole property and income of the roads, according to the 
compromise decree of 1864; that the Rutland lease may be 
terminated, and other losses in thé management be t 


to 
anend, the rights of all the parties in interest be Gatermpined D 
run 


and that meanwhil> a temporary receiver be appointed 

the roads under the directio. of the court. The case is set for 
a hearing Feb. 5 at which time the petition of the Central 
Vermont for instructions under the old suit willalso come up. 


Ohicago & Paducah. 
The Receiver makes the following report for the six months 
from May 28 to Nov. 30: 


Total receipts.......ccccccccccccccccccccescceesecs socecccess $127,878 
Total disbursements. ......seeee secsevcccccccceececcsccceeee 115,361 
Balamns, Des. 1a. occcoccegegsdacionyeacqerdegacncsepeees es $12,517 


Ohicago, Dubuque & Minnesota. 

Work has been in progress for some time on the extension of 
the Turkey River Branch, and it is now reported completed to 
Wadena, Ia., 25 miles west by north from the late terminus at 
Elkport, and 40 miles from the junction with the main line at 
Turkey River station 


Ohesapeake & Ohio. 

Receiver Wickham, has been appointed apesial commissioner 
to sell this road under the decree of foreclosure granted by the 
Virginia Circuit Court, and announces that the sale will take 
place in Richmona, April 2, 1878. 

It is stated that the Committee of ganization has re- 
ceived the assents to the plan of more than 90 cent. of the 
Sper cent. bonds and more than 93 per cent. of the 7 per cent 

mds. 


Ohicago, Milwaukee & 8t. Paul. 

Notice is given that 55 of the consolidated bonds of this 
company have been drawn by lot, to be poid at per apd accrued 
interest on presentation at company» fice in New York, 
in accordance with the terma of the mortgage. Interest on 
these bonds will ceage July 1, 1878. The numbers of the bonds 
drawn are: 256, 307, 398, 468, 5.9, 563, 568, 909, 977, 1112, 
1141, 1466, 1610, 1688, 1818, 1965, 2183, 2261, 2278, 
2492, 2578, 2645, 2696, 2911, 3240, 3924, , 
3457, 3501, 93618, 3649, 3758, 8909, 3958, 3970, 3091, 4056, 4116, 
4365, 4527, 4702, 4797, 4998, 6046, 5072, 5604, 5702, 5741. 

The company is ge up anew iron bridge over the Wis- 
consin River at Kilb urn City, Wis., to replace the high wooden 
bridge erected there 12 yearsago. It will be both a railroad 
and a highway wiles, having two decks. The Baltimoro 
Bridge Company has the contract. 


Cincinnati, Hamilton & ton. 

This company has ngs a Po agg: to the Cingi i 
Hamilton & Indianapoli ndholders, the substance ef w 
is as follows: 

1. The Cincinnati, Hawilton & Dayton will cancel and destroy 
the $700,000 Cincinnati, Hamilton & Indianapolis bonds held by 
it, and will also cancel the claim which it holds against theroad 
for $1,056,082, money advanced. 

2. The holders of the $1,800,000 Cincinnati, Hamilton & In- 
dianapolis bonds to surrender one-half of their bonds ; interest 
due July 1, 1878, on the remaining $900,000, with all coupons 
thereafter, to be promptly paid. 

3. The Cincinnati, Hamilton & Dayton will pay the coupons 
due Jan. 1, 1878, on the whole $1,800,000, one-half in cash, on the 
surrender of bonds as proposed, one-half in notes due Oct. 
30, 1878, to be secured by de’ 

4. The $900,000 surrendered to be replaced by an equal amount 
of 7 per cent. preferred stock. The agreement to be subject to 
the approval of the Cincinnati, Hamilton & Dayton hold- 
ers, and not to be binding unless approved by holders of $1,400,- 
(OC of the Indianapolis bonds. 

It is said that several of the largest holders of the bon 
have agreed to accept this proposition. { 


Columbus, Chi & Indiana Central. 

The Trustees and Receivers are now paying, at the office of 
A. Iselin & Co., No 48 Wall street, New York, the coupons due 
July 1, 1877, on the following divisional bonds: Columbus & 
Indianapolis preferred dont mnerngs, nee first-mortga, 
and aE bonds; Columbus & Indianapolis Central 
first-mortgage bonds, 


Oonnecticut Valley. 


The coupons on the $1,000,000 first-mor e bo which | 
ve n it me ipectat 


became die July 1 last have not been e 

that the first-mortgage bondholders take possession of the 
road, as they are entitled to do, by law and by the terms 
of the mortgage, when interest has been in default more 
than six months. The road has been for some time in e8- 
sion of the State Treasurer of Connecticut as trustee er the 
second mortgage. The ey E ee bonds are all held 
by Mr. Edward Matthews, of New York, who acquired them by 
transfer from the Charter Oak Life pany, o 
Hartford, and it was expected that he i 

to pay the first-mortgage coupons, in order retain control of 
the road. Some atfangements for 


this purpose are said to 


it of the coupons with trustees. | St 


Dallas & Wichita. 

A corres nt writes as follows under date of Dec. 28: 
“ After s lay of seven months caused by a refusal of the 
board of directors to vote the mortgage as previously agreed 
upon, work on the Dallas & Wichita Rafiroad has been recom- 
menced and is being pushed forward with an energy gratifying 
to itg owners. The track is laid 17 miles, with a large force 
still extending it, while the bridge over Trinity River 1s bei 
erected as rapidly as possible. The grade is completed 
miles, ahd a | ~s is now in the field locating to the hundredth 
mule point. annual election will be held Jan. 8 and result 

an eptire change of officers.” 
nison & Southeastern. 

The contractors on this road have been pushing the work of 
late, and promise to have the whole 20 miles under contract 
completed by the end of January. At latest advices the track- 
layers had reached the Chocktaw River, eight miles from Den- 
ison, Texas. 

Denver & Rio Grande. 
win’ Auditor’s stgtement for the month of September is as 
ows : 


ID. 1. 5 ss'sckanneenensagatecakebbaws tadsalel $51,769 09 
STE Wo ceaken § acospedeeeicncoatenreeaseaeeee 26,870 51 
dS i dukchiledde's denne eudccsus és vane aceieere 


Total ($259.00 per mile) 
Expenses (48.75 per Cent.)...........scceeceecseceees 






os $78,737 10 
38,382 76 
Net earnings ($132.74 per mile)............... cceeee 340,34 34 

The — earnings include $2,785 08 for mails, troops and 
other Government business. The statement covers the entire 
road, 304 miles. 

Detroit & Milwaukee. 

A new suit bas been begun in the United States Cireuit 
Court at Detroit by Rachael Allerton, of Nev: York, who holds 
$6,500 bonds issued under a mortgage made by the old Oak- 

& Ottawa (ompany in 1854, and who brings suit to fore- 
close that mortgage. Plaintiff asks to have Mr. C. 0. Trow- 
bridge, now Receiver of the road, appointed Receiver in the 
new suit. 


Delaware Shore. 

Application was made to the Obancellor of New Jersey on 
ec. 27, by counsel acting for the stockholders, for the ap- 
}pointment of a receiver for this road. After hearing argu- 
ment the Chancellor granted the application and appointed 
Thomas L. Ogden, Receiver. The road is 20 miles long, from 
the West Jorsey at Woodbury, N. J., to Pennsgrove, and was 
completed less than a year ago. Its bonds were offered for 
sale in Philadelphia about that time, but it is said that few 
were sold. The company has never published any statements, 
but it is said to have a floating debt of nearly $200,000, and it 
has been in embarrassed circumstances ever since the opening 
of the road. 


Dividends. 

Dividends have been declared as follows: 

Chicago, Milwaukee & St. Paul, 344 per cent. on the pre- 
fered stock, on account of the earnings of 1877, payable 


Chicago, Iowa & Nebraska (leased to Chicago & Northwest- 
ern), 5 per cent., payable Jan. 1. 

Delaware (leased to Philadelphia, Wilmington & Baltimore), 
3 cent., semi-annual, payable Jan. 2. 
: + London Northern, 134 per cent., quarterly, payable 

an. 1. 

Cheshire, 1 per cent, on the preferred st: ck, payable Jan. 15. 

Housatonic, 2 per cent., quarterly, on the preferred stock, 
| Pazable Jan. 15. 
: augatuck, 5 per cent., semi-annual, payable Jan. 1. 

Concord & Portsmouth (leased to Concord), 8% per cent., 
semi-annual, payable Jan. 1. 

Towa Falls & Sioux City (leased to Illinois Central), 1 per 
cent., payable Jan. 1. 

Portland, Saco & Portsmouth (leased to Eastern), 3 per cent., 
semi-annual, payable Jan. 14. 

Norwich & Worcester, 5 per cent., semi-annual, payable Jan. 


= 


0. 
Pittsburgh, Fort Wayne & Chieago, 1% per cent., quarterly, 
on the special guaranteed stock, yable San. 2 ; 1% per bear 
quarterly, on the guaranteed stock. payable Jan. 8. 


Dubuque, Oaseade & Western. 

A company by this name has been organized to build a rail- 
road from Dubuque, Ia., southwest to Cascade, a distance of 
about 30 miles. The capital stock is to be $150,000. 


Bast & West, of Ohio. 

This company is organized to build a narrow-gauge road 
‘yom the east line of Ohio in Trumbull County westward across 

e State to the Indiana line in Pauling County. The distance 
is about 230 miles, and the capital stock is to be $3,000,000. 
Elkton & Massey's. 

The stockholders of this company met last week at Elkton, 
Md., and voted to dissolve the corporation. It was etated that, 
after paying all legal expenses, about 85 per cent. of the 
amount Baik in could be returned to the stockholders. No 
work beyond surveying the line was ever done. 


Emlenton, Shippenville & Olarion. 

This is now the name of the road originally known as the 
Emlenton & Shippenville and more lately as the Emlenton & 
Clarion. The road is now fully opened for business and trains 
are Fupwng regularly. The stations, with the distances from 
Emlenton, Pa., where the road connects with the Allegheny 
Valley, are: King’s, 2 miles; Butter Town, 4; McMichgels, 5; 

ate 6; key oly 7; Monroeville, 9; Piekwick, 10; 
Jefferson, 12; Beaver City, 13; Edenburg, 15; Elk City, 17; Ship- 
penville, 20; Clarion, 30. The road is of 3 ft. gauge. 

Erie. 

The Attorney General of New York has decided not to ac- 
cept the reports of the Referee in the fereclosure suit as final 
until some further investigation has been made inte charges 
made by certain paities against the Receiver. These charges 

te chiefly to contracts made with other companies, to pay- 
ments of claims due at the time of the Receivers’ appointment, 
and to the expenses of the foreclosure suit. Counsel in the 
case met the Referee in New York, Dec. 27, to determine the 
time and limits of the investigation. Until it is completed the 
Attorney General’s original suit, in which the Receiver was 
first appointed, will be continued. 


Foreclosure Sales. 


are noted : 
The Vicksburg & Nashville road was sold at Okolona, Viss., 
Dee. 3, by the United States Marshal, and was bought for ac- 
count of Hamilton & Hebran, contractors. The road i 
tended to run from Okolona to Grenada, and some 25 miles of i 
were graded several years ago. 


in completing the road. 


f sales are noted as follows : 
gears & Frederiekaburg road wil be seld in Alex- 
andria, Va., under a decree of the Virginia Circuit 


Feb. 1 
Court in the suit of T. C. Ring against the company. Thesale 





have been made, but without success, and the interest has not 
been paid. 


The following sales of railroad property under legal process 


was in- 


the purehasers are lessees of 
he State penitentiary, and will, it is said, use their convict Ja- 


will include the road from the Virginia end of the Long Bridge 
over the Potomac to tico, 31 miles, with all the equipment 
and other property. e terms of sale will be 10 per cent. in 
cash and the balance in three equal annual installments, to be 
secured b i nds. 

The sale of the Springhicld & Northwestern road bas been 
postponed from Dec. 28 to Feb. 6, at Springfield. Ill., by order 
of the United 8 tates Circuit Court. 

The sale of the Chesapeake & Ohio will, it is announced, take 
place at Richmond, Va., April 2, under the decree of foreclo- 
sure granted by the Virginia Cireuit Court. 


Gulf, Oolorado & Santa Pe. ] 

Phe troubles of this company have been settled by the resig- 
nation of gl] the members of the new board, whereupon the old 
board agreed to give way also, and a new election was held 
December 15. The directors then chosen are now in posses- 
sion of the property without dispute. ; 

The board has resolved to begin work on the extension of the 
road, and will endeavor to dispose of a considerable amount of 
the bonds in Galveston, to enable the company to go on with 
the work. 

Illinois & St. Louis Bridge. 

The following circular from the general pronger agents of 
the lines running over this bridge bears date Dec. 15, 1877: 

“We beg respectively to inform you that we have received 


97 50 | notice from the Hlinois & St. Lonis Bridge oe that 


from and after Jan. 1, 1878, the rate ef passenger tolls on first 
and second-class business, to be paid by all roads crossing the 
bridge, will be 75 cents one way and $1 round trip, where it 
has heretofore been 50 and 75 cents respectively. Emigrant 
rates to remain the same as heretofore, 25 cents. 

‘*To meet this demand we will add 25 cents to all first and 
second-class rates from St. Louis, affected thereby, and we 
have to request thatin making up your rates to take effect 
Jan. 1, 1878, you will add this increase of 25 cents in all cases 
where the rate is made to or on and beyond St, Louis, report- 
ing the bridge arbitrary of 75 cents one way and $1 round trip, 
to our respective companies, instead of 50 and 75 cents as 
| heretofore.” 


Island Oreek & Richmond. 

A company by this name has been organized to build a rail- 
road from Richmond, in Jefferson County, Ohiv, southeast to 
Steubenville, about 12 miles. 


Illinois Midland. 

One Barney Patten, formerly an employe of this road, has 
been arrested on a charge of writing several letters to Re- 
ceiver Rees, threatening serious personal injury to him and 
damage to the road unless certain subordinate officers were 
removed and money paid tothe writer. Other persons are 
anapested, but no ient evidence against them has been 
secured. 


James River & Kanewha Canal. ; 

At a meeting of the Board of Public Interests in Richmond, 
Va., last week resolutions were adopted in favor of the aban- 
donment of the canal and the construction of a railroad in its 
place; also in favor of a small appropriation for surveys by the 
city, to be followed hereafter by a city subscription sufficient in 
amount to secure the building of the road. 


Kanaas Oity, Burlington & Santa Fe. 

A correspondent writes.of the extension of this road from 
Williamsburg, Kan., westward: “‘We are pushing our railroad 
along towards Burlington; commenced surveys in October. 

e have about 18 miles ready for the track, besides five miles 
of iron now down. Piers for an iron bridge of 153 feet span (to 
be built by Kellogg Bridge Co., of Buffalo), at the Neosho River 
are well under way.” 


Kingston & Pembroke. 

This road is now ee and trains are running from 
Kingston, Ont., northward to Mississippi in Frontenac County, 
a distance of 61 miles. 


Marquette & Mackinaw. 

At a meeting of the State Board of Control at Lansing, Mich., 
Dee. 24, Ex-Governor Bagley, of Detroit, and Howard 8. Cros- 
by, of New York, were appointed trustees to receive the pro- 
ceeds from the sale of the swaifp lands granted by the State to 
aid in the construction of this road. e contractors expect 
to begin work on the road very soon. 


Madeira & Mamore. 

Messrs, P. & T. Collina, contzaptors for this Brazilian road, 
\dispatched the steamer Mercedita from Philadelphia, Jan. 2, 
with a qaantity of materials for use in the construction of the 
road. The steamer took about 250 passengers, including a 
number of civil engineers and their assistants to — ay 
necessary surveys and a number of laborers hired by the con- 
tractors. They expect to send another steamer in about a 
month. The engineers go out under charge of Mr. Charles 
Bird, of Pittsburgh. 


Manchester & Keene. 

The contractors succeeded in getting then rails o this road 
down from Greenfield, N. H., westward six miles to Hancock 
by the close of the year. It was necessary to do this in order 
to save the subsidy voted by the town of Haticock. 

Meetings. 

Meetings will be held as follows : 

Delaware, annual meeting, at the office in Dover, Del., Jan- 
uary 10, at 12:30 p. m. 

Lehigh begs annual meeting, at the office, No. 238 South 
Third street, Philadelphia, January 15, at noon. 

Mississippi & Tennessee. 

This company requests holders of the old 8 per cent. bonds 
still outstanding to present them at the office of the Central 
Trust Company in New York, to exchange them for the new 
consolidated bonds. The coupons on the old bonds due Jan. 1 
will be paid at the same place. But few of the old bonds re- 
main out, and the company desires to complete the transac- 
tion as soon as possible. 


Milton & Sutherlin. 

The grading of this road is now nearly finished, and track 
has been laid from the junction with the Richmond & Danville 
road at Sutherlin, Va., southwest five miles. Work has been 
delayed by damage done to the road-bed by treshets, but a con- 
struction train is at work and it is expected that the track will 
reavh Milton, N. C., about the middle of January. 


Minnesota Midland. 

This road is now completed and in operation from the Mis- 
sissippi at Wabasha, Minn., westward up the Zumbro River to 
Millville, a distance of 29 miles. The stations on the line, 
with the distances from Wabasha, are: Midland Junction, 5 
miles ; Glog 13; MeCracken’s, 17; Talwan, 20; West Al- 
bany, 24 liville, 29. It is of 3 ft. gauge, and has been built 
Chiefly with local capital. 

New Jersey Southern. 

An officer of this road sends us the following communication : 
** A garbled statement of the receipts and expenditures of the 
New Jersey Southern has recently gone the rounds of 
the papers. It is to appear that the “‘ Foreclosure Ex- 
amouat of $114,000, which, if 


ngea have reached th 
frac, won severe criticism. 
“The fact is that the actual expenses of the foreclosure pro- 
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ceédings so far (to September 30 last) aré 912,184,928, ws fs 
shown by the Trustees’ books; the balance of the #bove 
amount consisting mostly of interest cor ped. 

lt may be suggested that av Hood Way 0 aVOid thie éir- 
culation of ‘‘ garbled statements ” is thé tién of correct 
official ones. The trustee in possession of the New Jersey 
Southern has as yet published no statement of ——— 
of the road for the year 1876. Even the report to tne State 
Comptroller did not contain the brief statement of earnings 
and expenses usually given ; it consisted only of some esti- 
mates of the value of the property for taxation. A road under 
toreclosare and in the hands of trustees or receivers is in some 
sort a public trust, and is at any rate of unusual interest tos 
good many people, and when no official reports are made any 
information which may slip out will be caught up and pub- 
lished, very probably in an incorrect shape, as there are no 
means of ascertaining its correctness. 


Norfolk Odtton Business. 

Cetton receipts at Norfolk, Va., for December were 77,325 
bales. For the four months of the cotton year, from Sept. 1 to 
Dec. 31, the receipts were, in Dales : 


1877. 1876. Decrease. P.c. 

Atlantic, Mississippi & Ohio R: R. 95,419 132,894 37,475 28.2 
Seaboard & Roanoke Railroad... .117,727 199,544 81,817 41.0 
Canal and otherwise............. 26,911 29,040 2,129 73 
Wa pacstenstesedtsondecd 240,057 361,478 121,421 33.6 


For the calendar year the receipts were : 1877, 393,909 ; 1876, 
533,104 ; decrease, 139,204 bales, or 26.1 per cent. 


North & South, of Georgia. 

The sale of this road to satisfy the lien of the State of Georgia 
has been canceled, on account of the failure of the 
to pay the money as required by the terms of sale. It is said that 
an offer has been made to the Governor to purchase the road at 
private sale, and that it will Bae’ be . The new 
purchaser isa - r. Kelly, of New York, who intends to extend 
the road some fifteen miles, and to w it, expecting to realize 
a profit from his investment, It is now completed frum Colum- 
bus, Ga., to Hamilton, 23 miles. 


Old Colony. 

The directors have voted to issue no free agrees after Jan. 1, 
Free transportation will, however, be given to employes to and 
from their work, and also, in certain cases to their families. 


Painesville, Oanton & Bridgeport. 

This narrow-gauge road has recently been completed and 
opened for traffic from Chagrin Falls, O., to Solon; on the At- 
lantic & Great Western road, a distance of about five miles. Itis 
estimated by the owners of the road tnat from 50 to 75 tons of 
freight will pass over the road daily. 


Pennsylvania. 

The officis] statement for November is as follows: All lines 
east of Pittsburgh and Erie for November, 1877, as compared 
with the same month last year, show: 


A decrease in gross Garnings Of. ............cecsseee seeeeees $405,772 
Decrease in CxPpeMses...... sce ce cceccccccccsercccvcccccceses 





Wah Decwenee ogee sinntesscsccce cots gudepeanh scctesee $344,754 

For the eleven months of ths year ending Nov. 30, compared 
with the same period Iast year, there is : 

A decrease in gross earnings of....... Rv ocos cedcasbeeocecces $5,562,740 

Decrease in expemises............ coccessenpadbatensaneendunn 2,984,142 

POON 56.55 5555:555.855500.036" soe beebeseuneenee $2,548,598 


All lines west of Pittsburgh for the eleven month« of this 
year (1877) show a deficiency in meeting all liabilities of 
$313,513, being a gain of $50.966 during the montn of No- 
vember. 

It is said that this company is surveying a line of its own to 
Wilkesbarre, Pa., possibly a branch of the Danville, Hazleton 
& Wilkesbarre, the object of the proposed road being to avoid 
the use of other lines for its coal trattic. 


Philadelphia & Reading. 

The East Pennsylvania Branchis to be extended from its 
present terminus in the outskirts of Allentown, Pa., into that 
city and to a junction with the Lehigh & susquehanna road. 
The distance is about two miles, and a bridge over the Lehigh 
River will be required 

The following statement has been published in London: 











1877. —— 1876. 
Gross For Total for year For Total for year 
. recktp és. . September. to date. September. to date. 
ailroa 


traffic ....$1,331,581 71 $9,877,395 31 $1,277,469 04 $9,674; 
; sObuas ob lore Th eataes 8 








Canal traffic 140,826 95 . 
Steam  col- 

liers...... 42,282 98 531,628 18 68,505 33 503,415 86 
Rich mond 

coal barg’s 12,748 15 102,819 42 14,085 67 53,009 49 
Total gross 


receipts of ‘ 
— R. Co. . $1,527,439 79 $11,277,766 60 $1,412,280 15 $10,875,572 59 
. Coal & 
Iron Co .. 1,220;859 82 6,949,165 41 
Total coal 
min’d from 
Co.’s lands, 
tons (2,240 
Ibs 


1,714 692 98 12329,981 42 


600,533.07 4,070,249.08 356,419.17 2,251,126.28 


The accounts of the raiiroad are made up to Nov. 30, w - 
as the accounts of the Coal & Iron until last year 
were made up to Dee. 31, cy mg ype ere is one month’s 
difference to be allowed for in the present comparative total 
gross earnings of the Coal & Irom Oomipany. 


Quebeo, Montreal, Ottawa & Oucifnaye. 

fhe Government of the Province of invites proposals 
for the leasing and working of this pa now i 
completion, and also of the extension from t Por 

du Fort, when completed and connected with the Canada Cen- 
tral. The lines included are as folfoWs : 


Milés 
as Oe I on Sick cies cogccantebanetsesoceee. nuee 161.5 
iT oe ere Se -. 8 
QE BIN Sao E50 Shi ci once Stuvccdhcuedees cect ennaes 1383 
I NR 595. 5o0< San ancs0senetba aden) tcouaie 125.1 
GR CONN = 5 obnck co psdWons toss secnebpestessal oeee ‘ 
— 198.5 
Aytmer to Portage du Fort (when complevedy......... « ee ecccece 50.0 
ccm ee ee SIT ee S66 


The lines will be leased asa whole to one-party or company 
or to two parties or companies in two divisions; with Montreal 
as the dividing point. for the lease of either 
division or the whole line may be sent to the Quebec Reitw 


OCommissionéfs, Quebec, unfal Feb. 1, 1878. Pao 
ments of conditions may be had, arid Maps, ete:, of the rond 
seen at the office of the Commissioners, No. Daihousie street, 


Quebec, or No. 16 James street, Montreal 
Rochester & State Line. 

_A conference was held in Salamanca, N. to de 
cide upon the entrance of this road into ther” ton ind its 
nections we Oo and the Atlantic & Great he 
was & that the State Line track ) Erie near 
the Main street crossing, late track shostd fain he Brig "nor 


the Erie track thence to the depot; also that the roadgshoald 


have the use of the Erie An agfeéiivent was also had as 
to the place of crossing when the State Line Company shall be 
ready to extend it track south of Salamanca. 


Rockford, Rock Island & St. Louis. 

We are informed that the Frankfort committée of bond- 
holders has declared a dividend of 13 per cent. from the pro 
ceeds of the sale of this road. This is probably is 
all the return that the old bondholders will receive from their 
investment. 


Savannah & Charleston. 

The new Ashley River Branch of this road is completed and 
was opened for business Dec. 28. It leaves tLe main line near 
Jotn’s Island Ferny, 8. C., runs thence north by east to 
the Ashley River at *s Ferry, a distance of five miles, From 
the river it is extended to the Northeastern Rai'road 3% miles 
further, by the Ashley River Railroad, waite completion is 
noted elsewhere. ‘The new branch h carefully and 
éeconomicrlly built, the whole -cost, including the wooden truss 

yl and draw over the Ashley River, having a 

. This amount has been raised by the Recéiver, Mr. C. 
F. Mitchell, under authority of the Court, 

The Savannah & Charleston t year secured &f éntfance 
into Savannah by the buil the Junction Branch of the 
Atlantic & Gulf; it now secures an entrance into Charleston 
and a connection with the Northeastern road, and is for the 
first time able to exchange traffic with its connecting lines 
north and sonth, and to run its cars into both the cities which 
form its termini. It is announced that from Dec. 31, all its 
trains will leave and arrive at the Northeastern depot in 
Charleston. 


Seaboard & Roanoke, 

The freshet of Dec. 31 started two spans of the temporary 
bridge over the Roanoke at Weldon, N. C., making it unsafe for 
trains. The damage will be repaired in a few days, and in the 
meantime passengers are ferried across the river. 


Southern Pacific. 

The Arizona Division is now located for a distance of 160 
thiles, from Fort Yuma eastward to Maricopa Wells. For most 
of this distance the work is light and the road can be very 
quickly built. No work is being done at present, but all the 
preparations to begin have been made. 


Southwestern Rate Association. 

St. Louis dispatches say that at a meeting of this association 
— in that city Déc. 27, the question of itting the Wabash 
road was freely discussed, and a tion was submitted 
the road which General Manager Hopkins seems to regard 
vorably, but he said he conld not acceptit then, and the 
matter was postponed to an extra meeting to be held in 
Chicago, June 2, at which figures will be submitted by 
both sides. The question of extending the pool so as to take 
in parté of Kansas avd Nebraska was also consideréd, and & 
committee wes appointéd to devise a plan to maintain the 
tates on all business originating east of Council Bluffs, or a 
dcheme te which the interest of the necates Towa pool anid 
Southwestern pool can be merged. CO. E, Perkins, Vice-Presi- 
dent and General Manager of the Chicago, Burlington & 

Quincy Railroad, is Chairman of the committee. 


St. Louis & Lexington. 

We noted recently the —eee of this company, for- 
merly the Lexington & St is. The new company has 
leased the road to the Missouri Pacific, which has always 
worked it, for ten years, at a rental of $27,000 _ year, the 
 ssee to pay taxes. The road is 554 miles long, from Sedaha, 

‘0., to Lexington. 


St. Louis, Iron Mountain & Southern. 


This company a notice that the coupons due Jan. 1 on 

the interest certificates will be paid on presentation. The 

rer will also pay 50 per cent. on each coupon due Jan. 1 

n Cairo & Fulton bonds #nd, in addition, $5.50 on each coupon 
‘om Jand funds. * 


Tho Proposed Pipe Line to the Seaboard. 
The Pittsiurgh (Pa.) a of Dec. 24 says: ‘The 
il producers resident in Pittsburgh held a meeting at the 
fizelwood Oil Company, in the First National Bank building, 
on Saturday afternoon, at Which it was agreed to organize a 
cotipany, with & capital of $1,000,000, for the construction of a 
pipe line to the seaboard. The firm of Brough & McKelvey, 
it brokers, a to place $750,000 of the stock, the producers 
e the remiaining $250,000. It was also agreed to issue 
,v00 worth of mortgage bonds bearing 6 cent. interest, 
trdrigege bonds. "These bonds, It is thought, will be taken by 
e bonds. ese bon: 8 tho en by 
the town Messrs. Brough & MoKelvey have a charter 
hich, according to the statement of these gentlemen, cost 
100,000. The Standard has offered $500, for the char- 
ter, but the firm refuse to sell. It is estimated that by the 
anc nowy pipe line oil can be transported to the seaboard as 
iow as 6 cents per barrel; but the company — to charge 
40 cents per barre), which is lower than the rate of the Stand- 
ard with its drawbacks. The producers also p' that un- 
less the Standard comes to terms with them will build 
their refineries and refine their own oil. As by the proposed 
Pap tine ofl Ob ta on cenkoand cheaper by the 

the Statidard will be compelted to an 
line, and this will make fall and open competition and y 
the present monopoly. The producers claim to be well org#n- 
ca 





and possessed of the elements ot strength, dohié#ion atid 

], necéssary to itstre success.” One of the of 

h & McKelvey has con some of the statemefits 

in this report. He claims, however, to own not a charter but 

the right of for such a pipé line. Pncaect te Fi Atlantic 

terminus is Baltimore, which is the port n to Pittsburgh. 
Uitte & Black River. " hit te 

following figures for the year aie, t. 1877, are 

furnishéd ua by the company in advatise the publication of 


MP dneth of coud owtied, Utica, N. ¥., to Philadelphia, 87 
6 own ica, N. Y. 
' neethie. 30 


_| miles; leased, Carthage, Watertown & Sackett’s 


16 milés; Bisck River & Morristown, 


es; yton esa 
miles; total worked, 170 miles. The capital account is as 


follows: 
eas PG Oe Oe... > 8s, 





Total ($2,725.29 per mile)...... 0 dod edie cdesscdde ees se $468,205 52 
Expenses (50.36 per cent.)...... ereshdes doy qvieseooes coves +» 288,315 98 





One person was killed and two injured on the road during 





he year. 


Uties, Ithaca & Elmira. 

On the extension of this road to connect with the Cazenovia, 
Canastota & De Ruyter, trick has been laid from De Ruyter 
N. ¥., north five miles to Shedd’s Corners. Just beyond thai 
point is a very heavy cutting, which will keep the ers at 
work for some time yet; the remaining ten miles to Cazenovia 
are nearly r for the iron, which is all on hand. As soon as 
this gap is filled the company will have a line through to the 
New York Central at Canastota, as it already controls the 
Cazenovia road. 


Washington Oity, Virginia Midland & Great Southern. 

A heavy rain and the resulting freshet on Deo. 31 carried 
ee of the trestle bri over Staunton River, which 
had put up to replace the iron bridge carried away a few 
weeks since. It is thought that a week will be required to re- 

ir the bridge. Passenger travel is not stopped, passengers 

eing transferred. 
Woodstook. 

The Vermont Court of Chancery last week granted the appili- 
cation of this company for authority to extend its road across 
the Vermont Central track at ‘hite River Junction. The Cen- 
tral Vermont Company, however, gave notice of an appeal to the 
Supreme Vourt, and the Chancellor allowed the appeal, thes 


suspending the order until the Supreme Court can hear the 
case. 


Zanesville & Pomeroy. 

A prapang by this name has been or; 
road from Zanesville, O., southward to Pomeroy on the Ohio 
River, about 60 miles. The capital stock is to be 000, The 
a rg pass through some coal lands not.now reached by any 

road, 


nized to build a rail- 








ANNUAL PeEPORTS. 
New York Central & Hudson River. 


The report is for the year ending Sept. 30, 1877, and is made 
to the State Engineer and Surveyor of New York in accordance 
With the law and on the form prescribed by it. 

The property ers moialy in the New York Central & 
Hudson River Railroad, from New York north to Albany and 
thence west to Buffalo and Niagara Falls, which the company 
owns, and in the leased New York & Harlem Railrosd, from 
Néw York north 128 miles to Chatham. which in connection 
with 24 miles of the Boston & Albany Railroad forms a second 
line to Albany. But besides these lines, there are loop lines 
and branches which bring up the total length of road worked 
to 1,000 miles—740 miles owned by the company and 260 leased. 

The report describes the property as follows, at the close 
(Sept. 30) of the past two years: 











1877. 1876. Inc. or Dec. P.c. 
Lines owned— 
Length of road, milés.......... 740.17 740.17 _— 
Second track, miles. . seb J 465.30 _ 
Third track, miles ... 435.69 Inc. 18.38 
Fourth traok, miles. . ; 222.19 Inc. 3.08 
Turnouts, miles..............+ 414.60 Ine. 17.54 
Total owned...........-.000. 
Lines leased— 
Length of road, miles 260.113 - 
Second track, m 49.96 — 
Third track, 3.85 — 
Fourth track miles 3.85 — 
Tarnowte, miles........ 37.35 _— 
Total leased..............056- 
otal miles of track.............. 2,471.99 2,432.99 Ino. 38 
eight of rail per yard........... (Tbs.) 65 (Ibs.) 65 _ 
Number of efigine-hotses and ‘ . 
1 6 —_ 
6n2 557 Inc. 45 
8 8 — 
oars 416 416 - 
Number of sdeond-class and emt- 
MTOM CANS 005.6 e eee eee cc neees 80 83 Dec. 3 
Number of baggage, mail and ox- 
PORE OATS... . 0. - eee cece eeceeees all 215 Dec. 4 
Number of freight oars........... 15,661 15,810 Inc. 351 


The cha: ges in road for the year are thus an increase of 
90 miles to the length of track, all of which is in third and 
fourth track and turn-outs, Most of this increase wae on the 
line between Buffalo and Rochester, and went toward com- 
pleting the four tracks om that section. 

The changes in equipment are a large increase (8 per cent.) 
in the locomotive equipment, a considerable one (2.8 per cent.) 
in the freight-car equipment, with a trifling decrease in the 
passenger equipment 

The cost of the property is reported as follows: 

















. 1876. 
ne atid masonry ..... .......+. $10,601,106 83 $19,428,106 83 
CGE ccc t seh Wiis iikediihes .. 2,598,026 21 2,526,026 21 
Superstructure, incla@ing iron an A bi 
0000 Secsceesecgooeseceses 29,119,425 68 26,826, 68 
Passenger and freight stations, build- 
URL TIPE TL CETL LTTE 11,026,828 49 11,664,686 78 
Land, land datnuges an” ténces..... 11,968,899 31 11,812,748 36 
omotives, fixtures and snow- 
Raa Sabaisanceivasbadsnvonnn o-++ 6,988,908 51 5,628,908 51 
and baggage cars.......... 1,764,143 82 1,780,148 
ht and other cars..........+...- 10,115,901 98 9,040,401 
éérifig and agenmcies............ 2,999,473 27 2,999,473 
DENT. nko. envssenhasedes benaedaers es 16,985 16,985 00 
ese and stable equipage......... 4,293 10 4,298 10 
Rochester & Lake Onverio ee 159,000 00 150,000 00 
Buffalo & N Falls Railroad ..... 658,921 56 658,921 56 
Lewiston Railroad.............0.005- 400,000 00 400,000 00 
Saratoga & Hudson River Railroad... 2,000,000 00 2,000,000 00 
DEA ion cccrstvhodth wht $99,142, 408 71 $97,822,601 065 
The changes in this aceount are: 
aaieann $78,000 00 
( SORRORRD 25 0596 bs si hin ss 0 odab chide Noe eoee ‘ 
Di ibancntitintabishtedbrtimeitsnccsibetessende’ 2,000 00 
Superstructure, including iron and stee]................ 292,600 00 
j and ht stations, buildings, etc........... 271,441 71 
Land, land OS ANG fOMOCK.... 2... 0c e ceceeee cence 156,155 95 
Locomotives, res and snow-plowSs...........+ss0+«+ 360,000 00 
Froight and other oars .........6...cccceccceeseeeeeeeee 175,500 00 
$1,895,507 6 
Less d in p ger and baggage cars............ 6,000 
Total increase in cost of property....... 0646508 co.cc $1,319,507 66 


The itional locomotives are charged at the rate of $8,000 
etch, the ht cars at éach, w! are low prices and 
very much below the av 6 eoat of the old stock. 

e additional 39 miles of track, if we charge it with all the 
other additions to cost noon) that for buildings, cost on the 











average $16,000 per mile. any part of these expenses were 
for improving the old road, then ais average eost was less. 
The stock and debts were, Sept. 30, 1877: 
Deorease 
in year. 
tad BEGG... ce cece ee cee eeeeee + $89,426,300 00... es anne 
Pandeod dobt.... . 2.2.2.6 -ce-cceeeeecee 39,801,233 38 $48,500 00 
Real estate bonds*........... eccccceee 684,212 22 23,328 66 
, | PP PET eit eerie $199,768,746 56 $65,828 66 
*Bonds and mortgages given or assumed by the ecompaty upon 


urehase of real estate. 
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THE RAILROAD GAZETTE. 































































[Janvanrr 4, 1878 
The changes are thus very slight, but are decreases, while ; 1876-77. 1875-76. Inc. or Dec. P.c. | Contingent accounts.............+0. cacccccscccccce 100,981 90 
the cost of the property iccreased. er Profit and loss.............+. geeengnhensh=secespanthts on 1,964,006 40 
The amount of stock and debts per mile of road and of track pane ssiww.-. 92111 88 B4,ITL 85 Ine,. 7,080 48 94 | | Total ($126,106 per mile).,.......--...-.-...<..-., $11,049,966 8 
: amages ro- an men’ 7 r mile). . $15,004,085 82 
Permile Per mile | "‘perty, includ. Real eetate and docks and wharves.......* 688,063 96 
ofroad.  oftrack.| ing cattle Materials and supplies ................... 445,618 42 
ne, OT t teeb neces eeeeereeeeees $120,069 $42,243 | killed on track 8,185 26 12,725 80 Dec.. 4,540 54 35.8 | Materials and supplies, Shore Line Div... 37,847 57 
Funded debt..........e.eeee Sebean codtcaseaé) SE 18,801 Hauling freight Debit balance, Shore Line Division....... 198,811 25 
Real estate bonds.......... eee eeescereeeesees 722 25: ~ = New i Cash, cash assets and balances due veceee 1,468,630 81 Sean ae 
ork city..... 60,206 81 71,989 09 Dec.. 11,782 98 1 ction 1S NNG: 
POU... scccsavaasenes susestorre aa daceveat eae $61,296 | Lighterage and , ’ ’ : 
i . The company has no funded debt and no floating debt, but 
The capital account of this company per mile of road is about | , Cartase.---- pony ae a ne - 4 is liable as endorser on Harlem River & Portchester bonds, the 
the average (a little less) of that of ciisonte in Great Britain, Freight pp ° . psa . “| annual interest on which is $180,000. No additions were made 
but is exceeded in this country only by the Erie and the At-| yoo. 1,625,083 34 1,524,952 74 Inc.. 100,180 60 6.6 | t0 the capital expenditure accounts during the year. 
lantic & Great Western. Its capital per mile of track, however, | Office expenses, ain ? The work done was as follows: 
is exceeded by many other American roads, including some] stationery,etc. 68,048 29 67,433 85 Inc.. 654 44 1.0 1876-17. 1875-76. Inc. or Dec. P.c 
that are lightly equipped. Contingencies.. 175,813 26 169,662 52 Inc.. 6,150 74 3.6| Train mileage, 
The work of the two years past has been: a _ ngér.. 1,401,741 1 386,998 Inc.. 14,743 1.1 
Totals...... $9,625,261 57 $10,247,405 54 Dec.. $622,143 97 6.1) Train mileage 
Train mileage— 1876-77. 1875-76. Inc. or Dec. P. c. j : ht “ 685,600 646.244 Inc 39.356 6.1 
Pansenger......... 4,594,540 4,743,485 Dec, 148,945 3.1 Recapitulation Train mileage. , " . 7 
Freight...... «+++. 9,774,088 9,278,266 Inc. 495,772 5.8 / Maintain’groad- . gravel........ 25.989 39.012 Dec.. 13,023 33.4 
Switching and reget $2,456,115 40 $2,616,695 19 Dec.. $160,579 79 6.1 “Si ; oS gta 
working......+.+ 4,154,569 4,224,856 Dec. 70,287 1.7] Repairs of ma Totel..... 2,113,330 2.079.254 hee... 41.076 2.0 
Paasenger— 6,910,498 9,281,400 Dec. 262,052 3.0| o MUNGEY ----,- 2,864,784 90 8,260,071 61 Dec... 998,286 Tl 12.1 | Passengers car idly ; 
0. C& ot Seer . ', ’ , ° D r . ,625, J be a \e. es a : 5 $ s 
No. carried i mile, 316,847,325 358,196,145 Dec.36,288,820 10.3) °°" 8 ei eee oe pasenenl is, “oe ee: ln en eee 
Freight— Totals...... 14,946,161 8 124, . $1,178, 1) oa... ..:..: " 
Tons carried....... 6,851,886 6,808,680 Dec. 452.324 6.7 $ an ee = Dec..$1,178,010 47 metic cecae, MLSHLMT — 129,006,661 Dec. 12,904,044 9.9 
“ “| mile.1,619,94°,685 —1,674,447,055 Dec.54,498,370 3.3 ame tome ante, ; pny aye road oom mp changes RIES 886.476 836.019 Inc 50.457 6.0 
: P P : except in taxes, and there is an increase in the item of rails for | Tonn mile- a : va e 
The be rere eae By paen rd ming: Iie ———- hy Fo repairs. ‘The sum given for the last year would procure about | age--....... 39,646,733 37,244,658 Inc... 2,422,075 6.5 
14,021,751 to 14,368,578, or 27% per cen Ta ‘ht “iii > 5,000 tons of steel, which would suffice to lay about 50 mules of | Average _pass. 
crease of 10.3 in passenger, and 3.3 in freight traffic. - track. As the main lines were all of steel last year, the re-| train load, No, 79.65 89.31 Dee... 966 «610.8 
The distribution of passenger traffic was as follow s: newals have doubtless been chiefly on branches or much used | Average freight 
No. of passengers— 1877. 1876. Inc. or Dec. P. c. sidings. train load,tons 57.83 57.60 Inc.. 0.23 0.4 
First class, through...... ‘ - = Pe _— Pn gry 7 Under the head of “repairs of machinery” the greatest| The decrease in passenger movement is notable, especially 
Way soneuaiaie once ttn aee 1186400 995970 Inc.191.030 19.9 | 8@Ving has been in minkeies the passenger equipment, a as the road must have had a considerable Centennial business 
be Bama through....... eal 10722 Dee. 2.081 19.2] 88 the largest decrease in traffic has been in passengers. e | during the first month of the last fiscal year. In spite of the 
= WEBsc55 Latia 4,184 5,622 Dev. 1,438 25.6 | percentage of decrease is 27 per cent. in posenaee-ows repairs, | decrease, the average passenger train load is the largest, prob- 
The number of tons of freight of the different classes, and pd gal _ in freight-car repairs, and 8 per cent. in locomo- "aiettiawecs 
the percentage of each of the total, was: In the transportation department the very laige items of 1876-77. 1875-76. Inc, or Dec. iP. c. 
dues id emus gy saving are fuel (16 per cent.), lightorage and cartage (31 per . $2,399,262 93 $2,756,305 01 Dec... $357,042 08 13.0 
Brodacte of the ferent, tons 414.860 «= «6.5 408,564 6.0} cent), loss and damage of goods and baggege \76 per cent). 1,826,707 34 1,817,645 97 Inc.. 9,061 37 0.7 
Of antenai CN oT" 855489 «13.5 827978 12.2 | these three amounting to $795,000. In the other items under 4 
Of vegotable food..... 7" pera a81—-2,100'399 90.9 | this head the increases exceed the decreases, the largest in- 212,495 45 229,389 48 Dec.. 16,954 03 7.4 
Other agricultural products..... 386, 61 317,710 4.7 | crease being $100,000 for freight car service, which item forms 15,654 65 11,841 67 Inc.. 4,312 98 38.2 
Manufactures........ecesesesees 750, 11.8 767,190 11.3] one-sixth of the total expenses of that department. $3,954,060 87 $4,314,632 13 Dec..$360 62176 84 
Merchandise......... eee seme cees oie Fey . sr me The net earning and the payments other than for working , 14, J ‘ 
cake t 12.2 1,043,107 15.3 | expenses were: 2,005,341 30. 2,343,277 76 Dec.. 987,936 46 14.4 
soocce . K 5 . 5 2 7,086 04 230,783 13 Dec.. 13,747 09 6.0 
SS SS es 6 1876-77. 1875-76. Inc. or Dec. P.c. ‘teedisinsi py ad nt 
Totals. .....000 seeesece + +++ 6,351,356 100.0 6,803,680 100.0 | Net earnings... ..$1!,632,94 03 $11,922,416 11 Dec.. $289,492 08 2.4 rere $2,222,377 34 $2,574,060 89 Dec.. $351,683 55 13.7 
The total decrease in the number of tons handled was thus} Payments: =o Paes oe Rena > a oe 
452 324, or 6% percent. More than two-thirds of this was in| For interest.... 2,744,004 59 2,791,629 18 Dec.. — 47,624 54 1.7 | aoa, pow ne ee eS Se. Swe Ss 
“ vegetable food,” due to the lighter grain movement. There | Por dividends.. 7,140,659 48 7,180,528 00 Inc.. 19148... per mile ...... 25,792 96 28,145 35 Dec 2,352 398.4 
was also a large decrease (26 per cent.) in the coal movement. | For rent of Net earnings per ‘ , - , ; 
There was on the other hand a small increase in lumber and} otherlines... 1,945,572 19 1,917,711 26 Inc.. 27,86093 1.5] mile........... 11,296 04 11,354 35 Dec.. 58.31 0.5 
cattle, a large one (21 per cent.) in ‘other agricultural pro- pe age ee naa eee DENS, CURL 
ducts,” and a considerable increase (51% per cent.) in merchan- Foe payments $11,830,236 26 a 39 Dec.. $18,632 138 1.6]  expenses...... 50.72 54.31 Dec.. 3.59 6.6 
dise. Agricultural products of all kinds tormed 48 per cent. of on 3 seca eialiabel 197.313 38 S547 12... .seeeese sess see | Per cont. exp’ses 
the total in 1876, and 47% per cent.1n 1877. | .§_—_ fy emaB..-- eee GOED TE ckeccccnccece ececccsecccecese coos and taxes...... 56.20 59.66 Dec.. 3.46 5.0 


The earnings and expenses of this traffic were: 











Earnings. 1876-77. 1875-76. Inc. or Dec. P.c. 
Passengers...... $6,576,816 33 $6,762,956 88 Dec.. $186,150 55 2.8 
Freight..... 16,424,316 67 17,593,264 78 Dec. .1,168,948 i 6.6 
Car seivice...... 1,057,113 74 973,293 01 Inc. 83,820 73 8.6 
Rents ,......000 1,055,855 72 828,615 16 Inc.. 227,240 56 27.4 
Mail service..... 326,420 52 446,537 00 Dec.. 120,116 48 270 
Telegraph ... ... 4,417 89 4,434 62 Dec. 1673 0.3 
Interest.......... 355,281 24 $37,801 33 Inc. 17,479 91 5.2 
Use of road. ..... 236,008 31 261,092 77 Dec.. 25,084 46 9.6 
Miscellaneous.... 542,855 48 838 582 90 Dec.. 295,727 42 35.3 

Total....... - $26,579,085 90 $28,046,588 45 Dec.$1,467,502 55 5.2 


The decrease in passenger earn ings is v much less than 
the decrease in passenger traffic, while on the other han d, the 
decrease in freight earnings is twice as great as the decrease in 
freight traffic. That is, half of the decrease in freight earn- 
ings is due to a decrease in the average rates reeeived, and half 
to a reductionin traftic; while the decrease in passenger tra ffic 
would have caused a loss of $696,000, instead of the actual loss 
of $186,000, in passenger receipts, except for an increase in the 
average rate received from passengers. 

The working expenses meanwhile were, in detail : 

1876-77. 1875-76. Inc, or Dev. 

Maintaining Road: 

Repairs of road- 
bed (excepting 
cost of rails).. $1,125,993 01 $1,158,525 71 


Jost of rails used 


Dec.. $32,582 70 








in repairs... . 229,198 47 158,160 66 Inc.. 76,087 81 .. 
Repairs of build- 

ye ER 223,185 28 263,717 64 Dec.. 40,532 36... 
Repairs of fences 

and gates..... 27,639 99 28,866 23 Inc.. 3,773 76 
Taxes assessed 

on real estate. 850,098 65 1,017,424 95 Dee.. 167,326 30 ... 
Totals........+- $2,496,115 40 $2,616,695 19 Dec.. $160,579 79 

Repairs of Machinery: . 

Repairs of en- 

gines and tend- 

CBr ccccccces . $879,008 18 $955,204 69 Dec.. $76,286 51 . 
Repairs of pas- 

senger and bag 

gage cars..... 425,673 86 584,522 12 Dec.. 158,848 26 
Repairs of freight 

Tee 1,281,858 62 1,423,986 45 Dec., 142,077 88 ... 
Repairs of tools 

ard machinery 

in shops...... 78,397 61 99,157 43° Dec.. 20,759 82 ... 
Incidental ex- 

penses, includ- 

ing, fuel, etc., 

at shops...... 199,846 63 197,160 92. Inc.. 2,685 71 ... 
Totals .... $2,864,784 90 $3,260,071 61 Dec.. $905,286 71 — 

Operating read: 

General super- 

intendence... $196,033 35 $194,198 16 Inc.. $1,835 19 1.0 
Agents an 

clerks....... ‘ 593,697 82 597,303 82 Dec... 3,606 00 0.6 
Conduetors,bag- ® 

gagemen and 

brakemen.... 750,154 58 751,268 13 Dec.. 1,118 55 0.1 
Enginemenu and . 

firemen ...... 1,164,822 70 1,067,491 44 Inc. 37,330 26 3.5 
Porters, watch- 

men, flagmen 

and = switch- 

MD... ercccce 605.145 61 678,738 46 Dec.. 78.592 85 10.8 
Wood and water 

station attend- 

BRED. nce cccece 56,675 87 66,132 02 Dec.. 9,456 15 14.3 
Labor—Loading 

and unloading 

treight.... 1,088,741 13 999,931 60 Inc.. 88,809 58 8.9 
Fuel—Cost and 

labor prepar- 

Bc er ccvcceiee 1,873,264 65 2,240,047 59 Dec.. 366,782 04 16.4 
Oil and waste.. 363,946 O1 360,975 46 Inc.. 2,968 55 0. 
Loss and damage . 

on goods and 

baggage...... 51,804 28 219,302 77 Deo.. 167,098 49 76.6 


The earnings of the year thus were not quite sufficient 
rovide the 8 per cent. dividends paid. e deficit was, 
owever, not as much as. dividend of one quarter of one per 


t. 
The following deductions are made from the report : 









Earnings per mile of road— 1876-77. 1875-76. 1874-75. 
Passenger.........5 ....5 $6,576 $6,763 $7,277 
Freight. «+ 16,424 17,693 17.900 
MTR eWa6hotbveee ces scccccageaness 8,578 3,690 3,850 

ive cee cece d bocweseses $26,578 $28,046 $29,027 

Expenses per mile of road.......... 14,945 16,124 17,262 
Net “ e 7 WO dedantinies 11,683 11,922 11,765 

Per freight train mile— + 
MER s coc cccewscese ge cans cscs $1 68 $1 89 $2 11 
TERDOMBOS. onc. cc ccceccccnsccccccces 115 1 28 14 
BONG sc ncercececececccceccoceseees 0 53 0 61 0 62 

Per passenger train mile— 
err treet $1 48 $i 42 $1 69 
Ea watee cennecncavcseeese 0 70 0 88 101 
a 0 73 0 54 0 58 

Per ton mile— Cents. Cents. Cents. 
MEE ne Accsceces 2eteneeece 1.61 1.05 1.27 
TERDOMORS ... 0 vn ccc ccveccccccesccs 0.70 0.71 0.90 

he SAS Ea AE 0.31 0.34 0.37 

Per passenger mile— 

BE nes cucncccceencecescceses 2.07 1.91 2.14 
TRRIOMBOB, 20. cs ccs sccscece soccces 1.14 1.09 1.36 
A ee: eee 0.93 0.82 0.78 
Traffic per mile of road— 
Passenger trains...............65. 4,504 4,743 4,564 
BE a cuw os Kade cvtcctects 9,774 9,278 8,458 
Service trains................ 4,154 4,224 4,177 
Passenger mileage................ 316,847 353,136 338,934 
Tonnage mileage...... .... ..... 1,619,848 1,674,444 1,404,008 

Traffic per mile of track— 

Passenger trains..............+.+. 1,859 1,950 1,915 
Freight traima. ..........cccececee 3,920 3,814 550 
OP MNEs vescccccceveeweseece 1,680 1,736 ¥,753 

BEATER. 000.00 cvccccccee 128,080 145,141 142,230 
Tonnage mileage 655,300 688,223 589,177 

Average train load— 

No. of passengers............0+05. 69.0 74.5 74.3 
Tons of freight........ aheseaeance 165.7 180.4 166.1 
These figures indicate a much larger profit from passengers 


than in 1876 or 1875, the increase in profits per passenger per 
mile being 4 per cent. since last year, and per passenger 
train mile no less than 35 per cent. The profit per ton mile 
is also larger in 1877 than in 1876 or 1875, but the profit per 
freight train mile is 13 per cent. less, owing to the great de- 
crease in the average freight train load, which was a little less 
than in 1875 even. Hitherto for several years there has been 
an uninterrupted increase in the average freight train loads 
on this road. 


New York, New Haven & Hartford. 


This company owns a line from Williamsbridge, N. Y., to 
Soageeld, ass., 123 miles, a branch from Berlin, Conn., to 

iddletown, 10 miles; a branch from Berlin to New Britain, 3 
miles; a branch from Windsor Locks, Conn., to Suffield, 4.5 
miles, and a freight branch in Hartford, Conn., 1 mile, making 
141.5 miles owned. It leases the use of the New York & Harlem 
track from Williamsbridge to the Grand Central Depot in New 
York, 11 miles. It also leases the Harlem River & Portch 
road, from New Rochelle, N. Y., to Mott Haven, 11.8 miles, and 
the Shore Line road from New Haven, Conn., to New London, 
50 miles, but the accounts of the Shore Line are kept separately, 


ester 


the earnings given being for 153.3 miles worked. e report is 

for the year ending Sept 30, 1877. “3 
The equipment consists of 98 locomotives; 197 ppm a and 

60 mail and baggage cars; 1,130 freight and 185 gravel and 


other cars. lt was increased durin 


} e year by one locomo- 
tive and one passenger car, and 


ecreased by two baggage 
cars. 
The condensed balance sheet at the close of the year was as 


8 | follows: 


Stook ($109,541 per mrile)......... Fx WAT eh bea eee eeceee «+ $15,500,000 00 
Bills payable and coupons unpaid................ 00 
September pay-rolis and aceounts payable....... 








The a for the use of the Harlem track into New 














York ($235,7 .88 in 1876-77, and $260,620.24 in 1875-76) is not 
included in the earnings or expenses of either year. The in. 
come account was as follows : 
Balance of cash assets, Ovt. 1, 1876............... scenes $1,624,854 89 
SRT GR DAs 00a ceenceconeccc es cccccccceecceceseces 381,1€5 48 
« “ Shore Line Division............. ..... 43,374 17 
Total on hand, Oct. 1, 1876............ eves detvssecies $1,949,394 53 
Charged insurance and credited contingent account 3,600 07 
lransportation earnings................ SSevbcockeeves es 3,954,060 37 
BONN nds ta swsvlccganrpescemenncce ‘seescnsascceutoess $5,907,054 90 
Transportation expemses.................-. $2,005,341 30 
BERR ss ov cccccscecces dbewee CRSe eb 4SeeeeEsee 217,036 04 
Interest on Barlem River & Portchester 
MER. occccecece Pececcesccere ete citeseode 130,000 00 
Lividends, two of 5 per cent. each......... 1,550,000 00 
Increase shore Line debtor balance........ 50,130 56 
Decrease in accounts payable.............. .450 20 
— —— $3,954,958 10 
Peneeey OUR: DOUR osks tacts Seid stead cckicagan $1,952,096 80 
This balance is made up as follows: 
Due from agents and connecting roads.................. $160,948 18 
Loans and bills receivable. ..........0 2... cs cecesccceces 364,874 03 
SERS SC et iar cit ank cick cab aasiciacs 404,661 94 
Hartford, Providence & Fishkill tunnel account......... 16,503 45 
advanccs to Harlem River & eortchester R.K........... 521,643 21 
Total cash and cash assets...................... $1,46«,630 81 
I AUD Bs nin abode habeas shecesesabe $445,618 42 
“ « shore Line : iv.......... 37,847 57 
a 483,465 99 
DOR. ccvesiens SdRtaRR NES Mh heeatKaskhtnes .veease tines $1,952,096 80 


The report says: ‘ rE ge income of the road for the 
year ending S+pt. 30, 1877, shows a falling off of $360,621.76 
from the gross income of the preceding year, and of $747,175.18 
from that of the year ending Sept. 30 1873. Notwithstanding 
this, we have been enabled, out of the earnings of the road, to 
pay all outlays of every kind, including rents, interest, taxes 
and the loss of operating the Shore Line road, and leave a suf- 
ficient sum to pay the regular semi-annual dividends. The 
road and equipment have m kept in excellent condition, 
and our facilities for doing a largely increased business were 
never better than at present. e are now feeling the benefit 
of the outlay of is ys made during the last few years, 
whereby we are enabled to operate the road with much greater 
economy ; and it now only requires a revival of the present 
depressed business to enable us to continue our regular divi- 
dends, and at the same time offer reduced rates for transpor- 
tation to the public.” 
: SHORE LINE DIVISION. 
The earnings and expenses of this road for the year were : 
1876-77. 














1875-76. Inc. or Dec. P.o. 
Passengers......... $251,735 18 $278,983 82 Dec.. $27,248 64 98 
Freight............ 65,742 40 74,432 62 Dec.. 8,690 22 11.7 
Express, mails, etc. 24,897 01 26,154 61 Dec.. 1,257 60 4.8 
WOM oc cvcceccas $342,374 59 $379,571 05 Dec.. $37,196 46 9.8 
Expenses.... ...... 292,505 15 260,643 56 Inc.. $31,861 59 12.2 
Net earnings..... $49,869 44 $118,927 49 Dec. $69,058 05 58.1 
Rental............-- 100,000 00 100,000 00 Sega eeue aese 
Deficit, or profit..*$50,130 56 +$18,99749 ......... Te 

Gross earnings, per P 
Bosece ecvceses 6,847 49 7,591 42 Der... $743 93 9.8 

Net earnings, 

bc ese negeeece 997 39 2,378 55 Dec.. 1,38116 68.1 
Per cent. of exp.... 85.43 68.67 Inc.. 16.76 244 


Included in expenses last year was $88,506.31 for steel rails. 
The report says : “‘ The gross receipts of the Shore Line Rail- 
road show a falling off from the preceding year, while the op- 
a expenses have been increased, thus resulting in a loss, 
after the payment of the annual rent, of $50,130.56. This in- 
crease of expenses is due to the laying of a large amount of* 
steel rails, and the payment of several claims for damages, 
growing out of the ent at Stony Creek. 








* Deficiency. tProfit. 








